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A Southern Main Line Sunday Closure 


EY ERY Sunday for more than a month past the Southern 
Railway Dover main line has been closed to ordinary 
traffic between Sevenoaks and Tonbridge. Bus services 
have been provided for the convenience of local passen- 
gers, and main-line trains have been diverted to some of 
the alternative routes with which the Southern Railway 
in south-east England abounds. The purpose of so drastic 
a measure is to enable the engineers to have uninterrupted 
possession of the track through a clay cutting near Hilden- 
borough from Saturday night to Monday morning so that 
they may re-form it from “foundation upwards. Hitherto 
much trouble has been experienced through clay being 
forced up through the ballast, so making it extremely 
difficult to maintain the line in proper condition for fast 
and heavy traffic. This is a trouble from which all rail- 
ways built originally for traffic much lighter and slower 
than they now carry suffer in places, and the only per- 
manent cure is to remove track and ballast down to 
formation level and build up afresh. That at least is the 
only cure where, as at Hildenborough, the line lies in 
cutting and there are overbridges that make it impossible 
to lift the track on a sufficiency of new ballast to form 
an adequate foundation. The Southern Railway engi- 
neers, in co-operation with the Traffic Department, have 
tackled the problem by using an excavator, making a new 
~ properly sloped formation on the solid clay some 
! ft. below rail level, and building upon it a foundation 
suitable to distribute the heavy load of high-speed modern 
traffic. The whole, of course, is being amply drained. 
One of the. features making for the efficient carrying out 
of this significant work is the excellent lighting provided, 
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Nationalisation of Railways in Spain 


According to a decree published in the official gazette 
at Valencia on October 23, the whole of the railways, broad 
and narrow gauge, are to be merged in a single system. 
to be known as the National Railways. The lines under 
the control of the then Madrid Government were pro- 
visionaliy taken over under a Decree dated August 3, 1936, 
which legalized the act’o1 of the workers’ committees, 
and they are still being worked by these committees. The 
effect of the new Decree is to nationalise all the railways, 
as it provides for the handing over of ‘‘ all the assets and 
liabilities of the companies.’’ A National Railway Council 
is to be constituted, with the Minister of Public Works 
and Communications as President and eighteen other mem 
bers, nine nominated by the State and six by the workers’ 
unions or syndicates, the remaining three being the heads 
of the technical departments. The committees responsible 
at present for the working of the lines will hand over to 
the National Railway Council the whole of the plant and 
equipment, stores, and cash, while at the same time the 
assets and liabilities of the companies pass into the posses- 
sion of the State. There is no word in the Decree of any 
settlement or liquidation with the companies and _ their 
shareholders and bondholders or other creditors, and 
indeed, unless it be inferred that the State will respond for 
all liabilities, this new Decree of the Popular Front 
Government of Spain might have the appearance of con- 
fiscation, in opposition to the Constitution and to the old 
and new Railways Laws. 

* * * * 


The Week’s Traffics 


A satisfactory increase of £187,000 is shown in the 
combined traffics of the four group railways for the past 
week. For the previous week the increase was £166,000, 
and £147,000 for the week before that. Passenger train 
traffics in the past week advanced by £51,000, merchandise 
receipts by £61,000, and coal class receipts by £75,000. 
For the year to date the total earnings of the four com- 
panies together amount to £136,249,000, an improvement 
of £5,772,000 or 4:42 per cent., and the percentage increase 
for each company is higher than it was at the end of the 
previous week. 


43rd Week Year to date 
A 





Pass., &c. Goods, &c. Coal, &c. Total Inc. or Dec. 
£ £ £ £ £ 
L.M.S.R. 23,000 31,000 27,000 81,000 2,164,000 + 4-10 
L.N.E.R. 9,000 17,000 30,000 56,000 1,852,000 + 4-84 
G.W.R. 7,000 11,000 18,000 36,000 1,133,000 + 5-18 
3 12,000 2,000 — 14,000 623,000 3°54 


London Transport receipts for the past week were up 
£14,500, bringing the increase for the 18 weeks of the 
current financial year to £46,800. The Great Northern 
Railway (Ireland) has now reduced its aggregate decrease 
to £450, and the corresponding decrease on. the Great 
Southern has come down to £14,044. 

* * * * 


Holyhead Harbour Dues 


The London Midland & Scottish Railway Act of 1937 
contains an important section authorising the company 
to enlarge its former powers of levying rates and charges 
a: Holyhead harbour, which were fixed in 1823 and bore 
no relation to those at other harbours. Schedules contain- 
ing the new maximum charges are attached to the Act. 
The company is the lessee for an extended term of the 
old and inner harbours at Holyhead and has, by itself 
or its predecessor the L.N.W.R., spent very large sums 
on improvements there. Since November, 1920, the com- 
pany’s steamers have, under contract with the Post Office, 
carried the mails between Holyhead and Kingstown (Dun 
Laoghaire), which were prev iously conveyed “by the City 
of Dublin Steampacket Company, and the L.M.S.R, now 
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practically monopolises traffic between these ports. The 
present mail contract expires in a few years’ time, and 


the possibility has to be faced of Irish steamship services 
coming to Holyhead, and of a change of policy on the 
part of the British Government regarding the carriage of 
mails. In these circumstances the company asked and 
obtained from Parliament these new powers to charge 
ordinary harbour dues for shipping using the port facilities 
at Holyhead. 
* * * * 

Overseas Railway Traffics 

Currency receipts to date show increases of 26,700 on 
the Buenos Ayres & Pacific, of 1,131,000 on the Buenos 
Ayres Great Southern, and of 1,021,000 on the Buenos 
Ayres Western. During the past fortnight the receipts in 
sterling of these companies have advanced respectively 
by £5,642, £22,075, and £3,535. Strike troubles have 
affected the Cordoba Central Railway during the past 
week, with the result that its traffics decreased by £10,620, 
or 195,000 pesos. Central Uruguay receipts for the 17 


weeks of the current year show an increase of £2,643, 
but in Uruguayan dollars there is a decrease of 153,354. 
No.of Weekly Inc. or Aggregate Inc. or 
Week Traffics Decrease Traffic Decrease 
£ £ £ £ 
Buenos Ayres & Pacific 18th 83,189 2,483 1,416,813 + 77,767 
Buenos Ayres Great Southern 18th 128,288 + 6,229 2,153,474 + 182,219 
Buenos Ayres Western - 18th 49,504 4 798 819.666 104.023 
Central Argentine 18th 128,564 — 14,287 2,337,589 — 127,159 
Canadian Pacific 42nd 659,200 18,200 23,006,000 + 1,098,000 
Bombay, Baroda & Central India 28th 228,600 19,650 4,802,700 335,100 
Canadian Pacific aggregate gross earnings to the end of 


September were £21,020,400, an 
Net earnings, at £2,614,800, 
£249, 400 


increase of £1,031,600. 
showed an improvement of 


* * * * 

Nizam’s State Railway 

An appreciable improvement in the working results of 
the Nizam’s State Railway is recorded in the Agent’s 
report for the year 1936-37. Gross earnings of the entire 
railway system, including the lines worked for the 
Government of India, increased by Rs. 17 lakhs or 8-02 
per cent. Working expenses, which were reduced by 
5:79 per cent. in comparison with 1935-36, were at a 
lower figure than for any year since April 1, 1930, the 
date of the acquisition of the railway by the Nizam’s 
Government. Financial results are compared in_ the 
accompanying table :— 


1936-37 1935-36 


; Rs. lakhs Rs. lakhs 
Gross earnings .. : a ; oe 229 212 
Working expenses bs is ee ie 114 121 
Net earnings .. oF : 7 115 91 


The tonnage hented has inesnanel from 2} 
to 2} million tons, and the increases in tr: iffic have been 
mainly in cotton, oil seeds, and coal. Passenger num- 
bers (about 8,000,000) were approximately the same as 
in the previous year. A forecast of the results for 1936-37 
with an account of the additional facilities offered and of 
details of reorganisation was published in THE RaILway 
GAZETTE of May 28, 1937, at page 1008. These par- 
ticulars show that, apart from better facilities in con- 
nection with the number, speed, and cost of services, 

improvements have been effected in quality and comfort. 


million tons 


* * * * 
Development Prospects in Argentina 


Views of the future in Argentina from various angles 
have recently been expressed by chairmen of the British- 
owned South American Railways at the annual meetings. 
Sir Follett Hoit, addressing Buenos Ayres Western share- 
holders on W ednesday (see page 803), considered a novel 
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aspect of the situation in his reference to the cycles of 
sufficient rainfall and drought in the western portion of 
the company’s zone. It was a great misfortune, he said, 
that a period of drought had coincided with the years 
of adverse exchange; but the tide would turn, and ex- 
amination showed that the period of dearth in rainfal! had 
not affected the future productivity of the district. The 
railway would have to educate the farmers in modern 
methods of cultivation and crop rotation in order to help 
balance out the inequalities of good and bad years. The 
longest extension of the railway into the semi-arid zone 
is that to Colonia Alvear, but here the development of 
proper irrigation should lead to a productivity of great 
benefit to the company’s long-haul traffic. Funds to com- 
plete such irrigation are now available, and the railway 
has proposed to maintain the canals at its own cost for 
ten years provided the drainage system is completed. 
* * * * 

The Reduction of Platform Noise 

Since the population of this country has become, inter 
cha, noise-conscious, many of the more aggravating 
sources of disturbance have been assiduously investigated, 
resulting in their partial and in some cases complete 
elimination. In this process the clatter of the railway 
station platform barrow has not been overlooked. With 
a view to reducing unnecessary noise at important stations, 
the L.N.E.R. has already fitted solid rubber tyres to 356 
of its vehicles, the stations selected being those where 
the principal sleeping car trains stop during the night. 
As announced in THE RatLway GAZETTE last week, it has 
now been decided to equip similarly a further 476 barrows. 
As it is the practice at large stations to entrust the haulage 
of these barrows to powerful electric or motor trollies 
capable of handling a long string of these vehicles, the 
decision will be welcomed by the passenger, who on hear- 
ing the reverberations of a train of metal-tyred barrows 
careering down an ill-paved platform, has a vicarious ex- 
perience of the sensations of a combined earthquake and 
volcanic eruption. Platform surfaces are often a com- 
plementary source of noise and certainly merit the 
attention of those anxious to reduce noise in railway 
stations. 
~ os * * 


Notable Freight Train Running 
The booked the 


trains in this has 
such a degree that in many 
engines are regularly used for their haulage, though 
they are mostly entrusted to the maid-of-all-work 
mixed traffic engines, of which so many modern 

xamples are now in service. The L.N.E.R. policy cf 
building special engines for each different class of duty, 
of which the new ‘‘ K4’’ 2-6-0 for the West Highland 
line is the latest example, is vindicated by performances 
such as that on the 3.35 p.m. down Scotch goods described 
elsewhere in this issue. Both the new 2-6-2 ‘‘ Green 
Arrow ’’ type and the earlier 2-6-0 express goods engine, 
the “‘ K3,’’ were used on successive stages of this run, 
and both’were driven in the best express passenger style. 
with full regulator and short cut-offs, with satisfactory 
results. The wisdom of using a wide open regulator is 
illustrated by the steam chest pressures, which were never 
less than 5 Ib. per sq. in. below the boiler pressure, and 
which in the case of the “‘ K3 ”’ 
to sustain 41 m.p.h. up a 1 in 200 bank on no more than 
28 per cent. cut-off. With a load of 610 tons, having 
the considerably greater frictional resistance of freight 
rolling stock than the ordinary passenger bogie vehicles, 
this was a remarkable achievement. 


fastest ‘‘ fitted ’’ goods 
now been quickened to 
cases express passenger 


speed of 
country 


2-6-0 enabled the engine 
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“Safety First’’ 80 Years Ago 

Caution is so generally accepted as a characteristic of 
the Scotsman that it is not surprising to find one of the 
earl ‘“ safety first ’’ lists of rules being issued over 
the signature of D. C. McCallum. He was born in Scot- 
land in 1814 and emigrated with his family to Rochester, 
New York, in 1822. By 1854 a railway career had 
resulied in his reaching the position of General Superin- 
tendent of the Erie Railroad, and it was in this capacity 
issued nine Rules to Engineers, dated Decem- 
ber |, 1856. The first was brief and pointed: ‘‘ Run 
safely first, and fast afterwards.’’ Rules 7 and 8 elabor- 
ated the same theme in the words ‘‘ Do not pass any 
station ahead of time ’’ and ‘‘ Make your time if you 
can do so safely, otherwise not.’’ The other rules sum- 
marised the caution which was necessitated by the 
fallibility of the signalling methods prevailing in the 
U.S.A. over 80 years ago, and amounted to injunctions 
never to run a risk where the nature of the case admitted 
of certainty. Although the primary object of these rules 
was to ensure safety to passengers and property, it is 
instructive to notice the early recognition of the desirability 
of fast running and punctuality—Rule 9 added “‘ Care- 
fully study your timetable ’’—provided these could be 
achieved without risk. 


that he 


* * * * 


Forecast and Fulfilment 

On the introduction, in 1909, by the P.L.M. Railway 
of France of the first of its large four-cylinder compound 
Pacific locomotives, it was announced that thanks to thes 
new engines, the Cote d’Azur rapide, which in those days 
was timed to cover the 535 miles from Paris to Marseilles 
in 10 hr. 24 min., would be able to make the run in 9 hr. 
The promise, however, was not realised then; doubtless the 
condition of the permanent way at that time was one deter 
rent, and then came the far greater setback of the war. 
Indeed, it was not until 1937—28 years later—that fulfil 
ment has come in the streamlined service which today 
reaches Marseilles in 9 hr. from Paris, and returns in 
9 hr. 5 min. Singularly enough, however, it is not the 
Pacifics, even in their modified and greatly improved 
condition, that are relied on for the haulage of this train, 
but an Atlantic, of much smaller dimensions, and recon- 
ditioned with improvements to the steam circuit, built in 
1907. If the Atlantics can manage a 200-ton train at this 
overall speed of all but 60 m.p.h., inclusive of stops, and 
have—as they are proved to have—a handsome margin 
in hand to offset permanent way and other out-of-course 
delays, the rebuilt Pacifics should be capable of handling 
400-ton loads and more from Paris to Marseilles in 9 hr. 
And one can but speculate as to what might be the results 
of similarly modifying the Ivatt Atlantics of the L.N.E.R. 
or the Marsh Atlantics of the Southern Railway, which 
on the basis of their past achievements might then be 
well capable of handling light high-speed trains in this 
country. 





* * * * 


Selecting Men as Gatekeepers 

The importance of ensuring that the right type of man 
is entrusted with the post of gatekeeper at crossings with- 
out interlocking safeguards, and of seeing that he is 
properly instructed and given full information about the 
running of all trains, is brought out by the fatal accident 
on June 12 at Wick Lane crossing, L.N.E.R. A sum- 
mary of Major G. R. S. Wilson’s report appears on page 
800. A relief man was on duty and he alone could 
give first-hand evidence of what occurred, but his state- 
ments were plainly unreliable in many respects. He ad- 
mittedly missed the ‘‘ Is line clear? ’’ signal on the hear- 
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ing bell in the block circuit at the gatehouse—there were 
no indicators—and was sitting in a fog hut 60 yd. off. 
He said the hooting of the impatient car driver made 
him miss the signal. Major Wilson doubts if he heard 
‘train entering section ’’ either, though he declared he 
did, but certain tests and movement timings revealed con- 
siderable weakness in what he said. The feature of the 
case impressing us most disagreeably is the want of 
care in the station management. When this exists it is 
not surprising that subordinates incline to negligence, pro- 
fessing to understand rules and their implications without 
having been at pains to grasp their significance. Serious 
as their attitude is, the major fault lies with those who fail 
to make sure that they are truly competent and imbued 
with a sufficient sense of responsibility. We must say, 
however, that a hearing bell without block indicators is 
not particularly satisfactory; the regular gatekeeper was 
well advised in using his telephone so frequently. 
* * * * 

Economics of Locomotive Engineering 

The discussion which followed the reading of a paper 
entitled ‘‘ The Economics of Locomotive Engineering ’’ by 
Mr. E. C. Noble at a meeting of the Institution of Loco- 
motive Engineers, South American Centre, was productive 
of interesting statements. Consideration of the potential 
value of locomotives expressed even roughly in terms of 
average daily mileage, suggests, as one of the speakers 
pointed out, possibilities of considerable improvement in 
general operation. There is nothing original in the remark 
that an engine earns money only while moving passengers 
or merchandise and is non-productive when not working, 
but to say the least, it seems very unreasonable that an 
average of 3,000 km. per engine-month of 30 days, is all 
that could be got out of an engine on the important rail- 
ways in South America, or, say, an average of 100 km. 
a day. Were it not that the sources of information are 
unquestionable, it would be difficult to reconcile figures 
of this kind with modern practice. In the matter of the 
distribution of a locomotive day, the locomotive terminal 
charges in the country referred to are generally eight hours 
for the running shed, and four hours in shed yard limits. 
This time is taken up in knocking out fires, shunting move- 
ments, inspection and repairs, washing the boiler, cleaning, 
and building fires, and so on, and, either as the engine 
comes in or goes out, it is coaled, and other supplies are 
placed upon it. It was remarked that there were several 
items in connection with this work which suggest them- 
selves as opportunities to reduce the time occupied. 


* * * * 


The Lost Locomotive 

It is often a chastening experience for admirers of the 
steam locomotive to discover how little emotion this useful 
piece of machinery awakens in some untutored breasts. 
We became aware of this when a traveller who was asked 
whether she wished to sit facing the engine, replied dis- 
dainfully that she did not know where the engine was. 
She would be pleased to sit facing the way the train was 
going, but this, to her mind, bore no relation to the posi- 
tion of the locomotive. Sometimes, it seemed, when she 
reached the station in good time, she was able to discover 
and identify the engine herself, usually finding it located 
with strategic cunning at the head of its train. But for 
the most part she relied upon the advice of her husband, 
who, useful man, possessed an unfailing instinct in this 
matter. There must be a new excitement in travel by train 
when the position of the engine becomes a matter of 
uncertainty. We miss much by divining its whereabouts 
with a similar inborn faculty to that which guides other 
men towards the restaurant or buffet car. 








Central Argentine Railway 


A SATISFACTORY improvement in gross receipts was 

shown by this company during the year ended June 30 
last as compared with the previous year. This was owing 
to the increased cereal production which, combined with 
the high price levels, enhanced the purchasing power of 
the population. The company earned £12,217,048, an 
increase of £2,459,410 or 24-9 per cent. Nearly all classes 
of traffic contributed to the improved returns, of which 
maize and wheat were of outstanding importance. The 
amount charged to working expenses was £8,460,156, an 
increase of £1,089,965 or 14:8 per cent., leaving a profit 
on working of £3,756,892, which was higher by £1,349,445 
or 561 per cent. The sum of £1,320,123 (against 
£1,021,079) was, however, required to meet exchange dif 
ferences, leaving net receipts of £2,436,769, which were 


£1,050,401 higher than those for the previous year 
Returns from investments were £32,077, bringing the 


total income to £2,468,846. After deducting prior charges 
(£1,272,608) and adding £448,260 brought forward, there 
is a balance available of £1,644,498. The dividend for 
the year on the 4} per cent. preference stock takes 
£436,307, the full dividends on the 6 per cent. cumulative 
preference stock for the two years 1932-33 and 1933-34 
take £600,000, a sum of £157,434 is transferred to reserve 
for contingencies, and the amount to be carried forward 
is £450,757. 

As regards passenger traffic, there was a welcome 
revival in both main line and suburban movements, a 
noteworthy feature being the extraordinary expansion of 
passenger travel at excursion fares. In his report the new 
General Manager in the Argentine, Mr. Donald M. MacRae, 
states that excursion trains were first introduced in Argen- 
fina by the Chairman, Mr. W. Howard-Williams, when 
General Manager of the company. Mr. MacRae points out 
that although the gross income for the year under review 
falls short of that obtained in several previous periods, the 
amount of transport work performed—measured by the 
ton-mile—is the greatest in any one year in the history of 
the company, being 1,815,068,336 ton-miles (excluding 
company’s materials). Disregarding provisions to renewals, 
the direct working expenses show an increase of £369,234 
or 5:1 per cent., as against an advance of 24-9 per cent. 
in the gross receipts, and this testifies to the efficient trans 
port organisation of the company. Some operating results 
are compared in the accompanving table: 


1936-37 1935-36 


Average miles, open 3,700 3,700 
Number of passengers... - 48,720,906 44,065,280 
Passenger re¢ eipts te += £2,51 1,408 {2,309,450 
Public goods traffic (tons) .. 10,797,330 7,411,439 
(receipts) £7,800,786 £5,802,944 
\verage receipts per ton of goods l4s. 53d 15s. 8d 
Public traffic train-miles. . 15,043,356 13,273,224 
Net profit per train-mile. . ea 5s 3s. 74d 
Net profit per mile of line £1,015 7s. 63d. £650 13s. 23d 
Operating ratio, per cent 69-25 75-38 


The day train between Buenos Aires and Cordoba (432 
miles) which was introduced in the previous year has been 
particularly well patronised, and, with the increasing popu- 
larity of the Cordoba Hills, has obviated the necessity of 
running additional sleeping car services, which are expen- 
sive to operate. It has been decided to introduce with 
the forthcoming summer timetable, an air-conditioned de 
luxe day train between Buenos Aires and Cordoba. The 
one-class experimental train service introduced in the pre- 
vious year in the Rosario outer urban district has proved 
useful in arresting competition, and diesel traction is to 
be introduced in this and in other districts where similar 
conditions prevail. 
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Mountain Railways 


O the English visitor to Switzerland it is often a matter 
for surprise that so little has been done in his own 
country to provide railway transport to famous viewpoints. 
In the Alps the number of mountain railways grows by 
leaps and bounds, and in such a summer as that of 1937, 
with Continental travel at a remarkably low level of cost, 
the patronage extended to many of these lines has taxed 
their carrying capacity to the utmost. In Switzerland the 
Lake of Lucerne probably offers the greatest number and 
variety of such lines to be found anywhere in the world 
in so limited an area. Within a circle of nine miles’ 
radius there are 20 mountain lines now operating. Only 
one of them—the Rigi Railway, from Vitznau up to 
Rigikulm—still continued untii now to be worked by steam, 
but last week this line, opened in 1871 and doyen among 
the Swiss rack-and-pinion railways, was changed over to 
electrical working. The Pilatus Railway had already been 
converted, and a measure of the efficiency of the new 
system is the fact that the 3-mile ascent from Alpnachstad, 
the lower terminus, up to the summit has now been reduced 
from 70 to 35 min.—that is, by one half. On a recent 
journey over this line we observed that nearly 400 pas- 
sengers were carried up through a difference in altitude 
of 5,345 ft. in an overall time of 50 min. from the depar- 
ture of the first train from Alpnachstad to the arrival of 
the last at Pilatuskulm. 

It is in the facility of this mass transport that the rack- 
and-pinion railway has the advantage over the various 
cable systems. Eight 50-seater cars, following one another 
at sight, and very smartly dealt with at the terminals by 
means of traverser gear, handled the traffic to which 
reference has just been made. But the cable-operated 
funicular is limited to its two balanced cars, one ascend- 
ing and the other descending, so that time of transport 
from the lower to the upper station, together with the 
seating capacity of each car, regulates the carrying capa- 
city of the line. In the case of such a line as that which 
ascends the Stanserhorn, however, the capacity has been 
trebled by buiiding the railway in three independent 
sections, with two changes of car intermediately. On the 
other hand, the cable railway has the double advantage 
over the rack-and-pinion line of cheaper construction and 
permitting gradients as steep as 1 in 1}—1 in 1} inclina- 
tions are common—whereas rack-and-pinion working is 
limited to a maximum steepness of 1 in 2 (on the Pilatus 
Railway, for example), and does not generally exceed 
1 in 4. The cable-operated funiculars may therefore be 
carried up more abrupt mountain slopes than the rack- 
and-pinion lines. Of the mountain railways round 
Lucerne, five are rack-and-pinion and nine are of the 
funicular type; the latest is the funicular from Schwyz up 
to Stoos, on which some bold engineering work has been 
carried out. 

But the most recent development, as also in Germany, 
France, Austria, and Italy, has been that of suspension 
lines, or télépheriques. Of these the major advantage is 
that no permanent way is needed, and by suitable varia- 
tion of the distance between the towers carrying the main 
suspension cables, the railway may take a direct course 
over the most irregular slopes. In the Lucerne area the 
suspension line from Gerschnialp up to Triibsee, above 
Engelberg, was the first in this area, and has since been 
followed by a line from Beckenried up to Klewenalp; 
two from Dallenwil, in the Engelberg valley, up to 
Niederrickenbach and Wiessenberg respectively; and a 
smaller line up to Mattgrat, on the Burgenstock ridge, 
five in all. The list of twenty lines is completed by the 
remarkable lift, 540 ft. in height, which carries tourists 
up to the Hammetschwand, the summit of the Burgen- 
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stock. But the telépherique is even more limited in carry- 
ing capacity than either the funicular or the rack-and- 
pinion railway. Owing to the fact that the cars are sus- 
pended from cables, and though the lightest alloys are 
used in their construction, a maximum passenger comple- 
ment of 20 represents about the limit where there are 
lengthy spans between supporting towers, such as the 
maximum span of 3,660 ft. on the Triibsee line without 
intermediate support, or 3,215 ft. on that going up to 
Kiewenalp; but more capacious cars are used on certain 
lines, such as the Santisbahn, described on pp. 783-7 
of this issue, of which the cars accommodate 35 passengers. 

This year the use of all the mountain lines in the Lucerne 
area has been considerably increased by reason of the 
season tickets, which at a price of approximately 30s. 
have given the user the benefit of unlimited use of prac- 
ticaliy all of them, together with the extensive steamer 
service on the lake, for seven consecutive weekdays (Sun- 
days excluded), a period which covers the average tourist’s 
stay in one Swiss resort. Similar season ticket facilities 
have been given elsewhere in Switzerland, but it is safe 
to say that no others have offered so wide or attractive 
a range of lake and mountain excursions as these at 
Lucerne. As regards Great Britain, the rack-and-pinion 
line from Llanberis to the summit of Snowdon, and the 
Fell-system line up Snaefell, in the Isle of Man, represent 
the only two mountain railway ventures to date in these 
islands. In comparison with Switzerland, it may be 
argued that many of the Swiss lines owe their success 
not merely to the transport of visitors to famous viewpoints 
in the summer, but also to their giving access to highlying 
resorts, and offering transport to winter sports enthusiasts, 
so earning revenue through much of the year. But some 
lines in Switzerland—the Pilatus Railway, for example— 


are almost entirely dependent on the summer “ view ”’ 
tratfic, and yet succeed in operating profitably. Might 


not mountain railways up such readily accessible mountains 
as Ben Lomond, Skiddaw, Helvellyn, and others, in dis- 
tricts very popular with holidaymakers and day trippers, 
stand an equal chance of success? 


Locomotive Boiler Proportions 


N attempt to establish a more reliable basis of loco- 
motive design than is afforded by simple arithmetical 
ratios of heating surface, grate area, &c., was made by 
Mr. A. F. Webber in the paper he read on October 27 
to the Institution of Locomotive Engineers, referred to 
editorially in last week’s issue. Mr. Webber holds that the 
relationship between the smokebox vacuum and the out- 
put of the boiler in thermal units is the true criterion of 
its performance, and he evolves a method of calculating 
this, based on the rate of firing and the calculated rate 
ot gas flow, Lawford Fry’s formula for heat transfer and 
resistance to gas flow, and the Altoona tests for data 
regarding loss of unburnt fuel and firebox temperature. 
He draws two series of curves for various groups of loco- 
motives, the first of total output, and the second, intended 
to take into account the duty for which the boiler is 
designed, of total output divided by cylinder volume. 

(he author himself, in presenting his paper, commented 
on the fact that it was necessary to go back to the Altoona 
tests for the data necessary, and that practically no 
test figures at constant firing rates are available by which 
to check his curves. He expressed the hope that the 
forthcoming construction of a testing station at Rugby 
would repair this omission. It must be realised that his 
criterion is based almost entirely on the dimensions and 
atrangement of the boiler barrel, and on the grate 
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area, with certain assumptions based on the performance 
of some American locomotive boilers. Thus factors 
such as those dealt with by Mr. Poultney in his article 
in our issue last week, as well as any merits or 
demerits due to the many other factors in design evolved 
out of the individual experience of designers must neces- 
sarily be hidden, so that perhaps it would be better to 
regard Mr. Webber’s method as a guide in design, rather 
than, as he suggests, a means of evaluating the per- 
formance of boilers. The weakness of the method from 
the latter point of view is particularly evident in the case 
of the specific output curves, for, due partly to mere 
vagaries in cylinder dimensions, and partly to special pur- 
poses underlying the design of particular locomotive types, 
one or two of the curves represent an inversion of the 
known relative merits of certain boilers. Neverthless, in 
the main, Mr. Webber is justified in his claim that the 
curves do conform to the steaming reputations of the loco- 
motive types for which they are plotted. It is to be 
observed, however, that no account is taken of the back 
pressure-smokebox vacuum factor. It is this which largely 
accounts for erratic steaming, and for cases where similar 
boilers give good performance on one locomotive type 
and indifferent performance on another, and for the same 
fundamental reason by which Mr. Webber justifies the im- 
portance he attaches to boiler tube sectional area—namely, 
that the steaming power of a boiler depends primarily on 
getting draught through the grate. Thus, smokebox design 
is a prime factor which cannot entirely be separated from 
the boiler since it may set a limit to the vacuum scale 
of some of the author’s curves. Unfortunately, know- 
ledge of smokebox ‘‘ performance,’’ that is to say of 
efficiency of draught production by various exhaust blast 
arrangements, is even less than of boiler performance. 
Mr. Dewhurst, who took part in the discussion, commented 
on this, and referred to some experiments of his own, of 
an empirical nature, with various proportions in a certain 
locomotive smokebox. Such empirical experiments, how- 
ever, whilst of great value in improving the performance 
of an individual locomotive type, do not go far towards 
the elucidation of principles of design, and in this respect 
the experiments with a model smokebox at the University 
of Illinois seem to be the only step forward that has 
been made so far. 

Mr. Webber claims that getting the maximum possible 
output from a locomotive is essentially a boiler problem. 
In theory this is true, but in practice, at any rate at the 
present stage of development, it is not wholly true. As 
he himself points out the boiler is much nearer the limit 
of size than the engine. Its efficiency cannot exceed 
about 80 per cent. without the addition of complicated 
auxiliary apparatus, and therefore leaves little margin for 
improvement, whilst very high rates of firing must almost 
inevitably mean reduced efficiency and high maintenance 
costs. On the other hand, at high speed, which is the con- 
dition when maximum power output is reached, the 
margin of increase of efficiency in utilisation of the steam 
is enormous, as the recent experiments of M. Chapelon 
have shown, and it is a fact that the maximum power 
output of some locomotives has been increased by the 
order of 50 per cent., without substantial increase in the 
maximum boiler output. This, however, in no way 
lessens the value of any contribution which can be made 
to the improvement of boiler design. In this connection, 
considerable attention was paid in the discussion to the 
question of increasing the admission of secondary air 
above the firebed, but no definite conclusions were 
reached. The advantage from the point of view of im- 
proved combustion is offset by the reduction of tem- 
perature, and it would seem that the problem is insepar- 
ably connected with that of preheating the secondary air 
supply. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Smart Station Working at Leicester 


Wakefield, October 22 
To THE Epiror oF THE Ratltway GAZETTE 

Sir,—I think that your correspondent must have been 
singularly unfortunate in_ his experiences at Leicester, 
L.M.S.R. It may be of interest to your readers that I have 
not once, but many times, seen long-distance expresses stand 
there for no more than 14 minutes, and 2} minutes inclusive 
of changing engines in the up direction, and little more in 
the case of down trains. These times have been noted with 
a stop watch. 

While it cannot be denied that the smartness invariably 
displayed at the L.N.E.R. station is exemplary, it must be 
remembered that parcels exchange traffic at the L.M.S.R. 
is usually heavier; both stations suffer from bottle-necks at 
each end, but the movements of empty stock at the L.M.S.R. 
station and the trains actually dealt with far 
number those at the L.N.E.R. 

In view of these 


good organisation 


exceed in 


varying conditions, and the obvious 
and enthusiasm of the staff at both 
stations, it seems idle to make a comparison between the 
two which is critical of either. 
Yours, &c., 
** GOLIATH ’ 
We are glad to publish this letter, for our own recent 
experiences of many L.M.S.R. stations demonstrate the 
smartening effects of Mr. Byrom’s ‘‘ On Time ’’ movement. 
Ep. R.G.) 


A French View of Railway Affairs 


42 ter, Avenue de la Dame Blanche, 
Fontenay sour Bois, Seine, France. 
October 22. 
To THE Epitor oF THE RAILWAY GAZETTE 

Str,—In the editorial entitled ‘‘ A Disastrous Blunder ”’ 
appearing in your issue of August 6, reference is made to the 
difficulty of knowing back from front of an electric train. 
The writer suggests that a bright coloured enamelled plate 
be substituted for the present plain white square of Southern 
Railway trains. He takes the idea from the French red and 
white chess-board signal. I believe that French railways 
provide another and better suggestion in their tail lamps. 
We Frenchmen are extremely surprised to see the small 
diameter and low candlepower of English tail lights. The 
French signal of this type contains a paraffin burning lamp, 
much like the ancient domestic lamp, and is fitted with a 
reflector of about 12 in. diameter. It is used either as head 
or tail light, the fixed glass being blanc lunaire and the red 
glass sliding before it to give red, or behind to give a white 
light. By night that excellent signal is visible from 700 yd. 
at least under good weather conditions. By day the dis- 
tinction is easily made between head or tail, as the frame 
of the red sliding glass bears a 1}-in. wide white enamelled 
rim. The contrast of white against red glass and against the 
green or black paint of the vehicle makes it impossible to be 
misled. 

The editorial of the same about ‘‘ Soft Thirds in 
France ’’ seems to call for some remark too. French 
travellers certainly envy the upholstery of English thirds. 
Nevertheless, they are not riding on wooden benches any 
more on main lines, as is the case on most Central European 
railways. All seats and backs are now fitted with steel 
springs, longitudinal or coil, and covered with imitation 
leather. The comfort does not compare with English thirds 
(nor do the fares) but one cannot be said to ‘travel hard.’’ 
As for the re-labelling of second class compartments as 
thirds, it is as you say a settled policy on branch lines, first 
class compartments being re-labelled I/II; and is adopted 
as required from time to time on main line stock. 

Dare I raise even a third point? I wondered at the men- 
tion made of shadow boards as a new system, in your issue 


issue 


of August 20, and in others last year. When in 1924 [ 
began going to high school I already noticed a shadow board 
at the tram and bus terminal of the Place de la Bastille. It 
was used for current repair tools. The Société des Trans- 
ports en Commun de la Région Parisienne could say when 
it was first adopted. 
Yours faithfully, 
F. CHEVALLEY 


Design of Coaching Stock 


10, Adelaide Street, Swansea, October 23 
To THE Epitor oF THE RaILway GAZETTE 

Str,—Before the L.M.S. and G.W. Railway Companies 
build any more of their new coaches, may I be allowed to 
isk three questions? 

1.—Is there any very why they should 
provide end-doors which are patently and quite obviously 
too narrow? 
2.—Is there any insurmountable argument against pro- 
vision of drop-windows which will allow the average suit 
handed out to a porter? Drop-windows are 
standard practice on the Continent. 
3.—Is it quite impossible for the G.W.R. to give us 
automatic locks? Recently, they advanced the argument 
that such locks were too expensive. Presumably they 

did not intend this to be taken seriously. They also allege 

that such locks are the cause of accidents. The 

three compamies seem to be more fortunate in this 
tion. 

It is almost pathetic to see capital being put into obsolete 
designs—especially when it is realised that these new coaches 
will have to last for forty years or so. One is tempted to 
wonder whether the carriage designers of the railway com 
panies ever travel in their own trains. 

Yours faithfully, 
Ww. L. KYDD 

Our correspondent expresses his views somewhat strongly. 
Regarding his questions our replies and comments are : 

1.—The end doors provided in modern L.M.S. and G.W. 
stock are to standard size and generally adequate for the 
purpose in long distance trains when they have few or no 
intermediate stops. Moreover, with fewer doors it is possible 
to build much stronger coach bodies than when compart- 
ment doors are fitted. The G.W.R. is now providing two 
additional doors making four in all on the corridor 
of its coaches. 

2.—The windows at present in use have been so designed 
as to permit of light hand luggage and suitcases being passed 
out through them, but it is considered very undesirable that 
this practice should be resorted to with heavier luggage 

As regards the larger drop windows advocated by out 
correspondent, these have been tried, but it was found prac- 
tically impossible to keep moisture and wet from behind 
the panels, resulting in rust and destruction. Further, be- 
cause of the curved sides of English coaches—necessitated 
by loading gauge and height of the platforms—it is impos- 
sible to lower the drop light by more than 12 in. while the 
new sliding lights on modern stock give an opening of 3 ft. 
x 13 in., which is ample to pass light luggage through, or 
take a cup of tea or newspaper into the carriage. © 
the Continent, where they have a much wider loading gauge 
and the coaches are for the most part flat-sided, it is, of 
course, quite an easy matter to arrange for big windows to 
be lowered practically their whole depth. 

3.—It is quite correct that the cost of slam locks is prac- 
tically double that of the ordinary type lock, but apart from 
this, it is considered by the G.W.R. that there is no advan- 
tage in providing slam locks on long-distance trains and 
uses them only on suburban trains which make frequent 
stops of short duration where it justifies the extra cost by 
reason of the greater celerity with which the doors can be 


dealt with.—Eb. R.G.] 
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PUBLICATIONS RECEIVED 


Railway Carriage and Wagon 
Handbook. London: The Locomotive 
Publishing Co. Ltd., 3, Amen Corner, 
E.C.4. 7}in. x 5in. 366 pp. Illus- 
trated. Price 3s. 6d. net.—This new 
and enlarged edition has been greatly 
improved, and covers a wide scope. It 
is, as the preface states, essentially a 

dbook, and, as such, sets out to deal 
with general principles rather than 
individual practice. The compiler, Mr. 


I. Sanders, has taken a great deal of 
L. ; g 

care in selecting and arranging the sub- 
ject matter, and apparently there is no 
important phase of railway carriage and 


wagon building that the information 
in the book does not adequately cover. 
Due regard is given to the question of 
materials, as well as to welding, mass 
production of wagons, air-conditioning, 
and other important matters, and we 
are interested to note that the chapter 
on springing has been contributed by 
that well-known authority, Mr. T. H. 
Sanders, than whom no one is better 
qualified to deal with this subject. We 
welcome the appearance of this excellent 
handbook as a work of reference, and 
seeing that it is our common experience 
to receive numerous enquiries on various 
aspects of railway carriage and wagon 
construction, availability of such a 
work is helpful to us, if only that, in 
recommending it to our enquirers, we 
may be confident that in its pages they 
will find all that they require. A com- 
prehensive index is provided, and the 
general production of the handbook 
leaves nothing to be desired. 


Timber as Alternative to Steel. 
London: Ivor Nicholson & Watson 
Limited, 7, Paternoster Row, E.C. 
94 in. 6 in. 32 pp. Illustrated. 
Price Is. Od. net.—When there is a 
shortage of steel the possibilities of 
using timber in engineering and con- 
struction deserves special attention. 
The author of this attractive pamphlet 
claims that for many purposes timber 
can be used with greater economy, 
speed and safety than steel. Timber 
resources in the Empire and elsewhere 
have been considerably developed, both 
in hardwoods and softwoods, and, thanks 
to the work of the Forest Products 
Research Laboratory and research insti- 
tutions in other countries, much new 
knowledge is available about the nature 
and correct treatment and application 
of the material. 

\ development which has revolu- 
tionised the use of timber in engineering 
is the modern form of connector or 
joint, and to this is due much of the 
recent progress in the use of timber for 
bridges of all types. Railway authorities 
in both Canada and the U.S.A. are 
designing and building truss bridges of 
treated timber with spans up to 150 ft. 
in length, and the now famous lamin- 
ated timber bridge in the Paris Exhibi- 
tion is a practical application of experi- 
ments which have been going on in 
many parts of the world, notably in 
India and jn America, where there is a 


laminated bridge with a span of 110 ft. 
The pamphlet contains some excellent 
illustrations of modern timber buildings 
and bridges. 


Third Progress Report of the 
Joint Investigation of Fissures in 
Railroad Rails ; An Investigation 
of Student Study Lighting ; Prob- 
lems in Building Illumination ; 
Papers Presented at the Twenty- 
Fourth Annual Conference on High- 
way Engineering. Urbana, U.S.A.: 
University of Illinois Bulletins Nos. 11, 
28, 29, and 30, respectively. Prices, 
15 cents, 40 cents, 35 cents and 50 cents, 
respectively.—This is a further batch 
of Bulletins recording experiments car- 
ried out by the Engineering Experiment 
Station of Illinois University. 


Travellers’ Guide to Kenya and 
Uganda. Published by the Kenya and 
Uganda Railways and Harbours. Ob- 
tainable from the Trade and Informa- 
tion Office, His Majesty’s East African 
Dependencies, Grand Building, Trafal- 
gar Square, W.C.2. 8} in. by 53 in. 
231 pp. Folding map. No price men- 
tioned.—This publication is more than 
an attractively produced guide book, 
it isa compact and most useful_.reference 
work to these two countries and to the 
tourist facilities of the railway system 
which developed and serves them. 
The pages are enlivened by a number of 
well-chosen photographic reproductions. 
The information given is varied (there 
are over 200 entries in the index), and 
particularly helpful are the notes on 
concession fares, concessions to travel- 
lers, currency, customs regulations, 
railway fares, big game and fire-arm 
licences, hotels, outfits, and port and 
telegraph facilities. Three pages are 
devoted to the history of railway 
transport in Kenya and Uganda, and 
included is a map and gradient profile. 
Further space is given to the comfort 
and facilities offered by the rail and 
associated road and steamer services. 


How to Make Technical Advertis- 
ing More Productive.—By Geoffrey 
Dadd, M.I.S.A.C. Published by Geoffrey 
Dadd Limited, Thames House, London, 
S.W.1. Issued free.—This twenty-seven- 
page booklet has been written, as the 
author says, in the hope that as and 
when it reaches the right hands, it will 
in some small measure help to increase 
both the volume and the effectiveness 
of technical advertising. The word 
“technical '’ is used in this publication 
in its widest sense and applies to all 
classes of manufactured and partly 
manufactured products, raw materials, 
and services intended primarily for 
sale to industrial and commercial con- 
sumers. The author’s views on this 
class of advertising and the clear and 
forceful way in which he presents them, 
cannot fail to stimulate the interest 
of the reader, whose progress through 
the pages is assisted by the attractive 
manner in which the printing matter 
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has been presented. It might be 
emphasised that this book is not just 
propaganda for the publishing firm ; 
it is an authoritatively written exposi- 
tion of the art of technical advertising 
and as such should merit the unpre- 
judiced attention of the manufacturer. 


Welding Outfits.—The British Oxy- 
gen Co. Ltd., of Thames House, London, 
S.W.1, has issued an illustrated folder 
giving details and prices of Alda welding 
outfits. Listed herein are outfits for 
general-purpose work, sheet-metal work, 
light welding and leadburning, and 
combined welding and hand-cutting sets. 
Details are also set out of the Alda 
portable trolleys. When an outfit is 
mounted on one of these it forms a self- 
contained welding unit, which can be 
moved quickly from place to place. 


Tee, Service, and Straight Joint 
Boxes. British Insulated Cables 
Limited, of Prescot, Lancs, has issued 
a new catalogue of tee, service, and 
straight joint boxes. These boxes, it is 
claimed, represent the most modern 
practice, and their design is the result 
of a long experience of the actual work- 
ing conditions of the different distribu- 
tion systems, both at home and abroad. 
The general arrangement and all the 
details have been carefully considered, 
and every feature embodied in these 
boxes has been proved in actual practice 
before being standardised. 


Blowing and Exhausting Fans.— 
Keith Blackman Limited, of 87, Farring- 
don Avenue, E.C.4, has sent us a 
brochure giving particulars of high- 
efficiency blowing and exhausting fans. 
Tables of the capacities, speeds, and 
powers of the various types and sizes of 
blowers manufactured are given. The 
fans can be arranged to deliver vertically 
or horizontally, either top or bottom, 
and left- or right-hand, to suit require- 
ments. The volumes, speeds, and 
horse-powers, at pressures up to 28-in. 
water gauge, of the different types and 
sizes are set out in tabular form. For 
oil-fired boilers in mansions, flats, &c., 
where silent working is necessary, two- 
stage turbo blowers can be supplied. 


Exhaust Gas Boilers.—We have 
received from Cochran & Co., Annan, 
Limited, an illustrated catalogue of 
exhaust gas boilers for heating diesel 
railcars. These heaters, the manufac- 
turer claims, recommend themselves to 
railway engineers and carriage builders 
on account of their economical operation 
and maintenance, low weight, low first 
cost, simplicity, and all-round satisfac- 
tory operation. Hot water heating only 
is dealt with in this brochure, although 
steam boilers can be supplied to meet 
special requirements. A general arrange- 
ment diagram is given of a heating 
system, using a Cochran-Kirke Sinuflo 
exhaust gas boiler, installed in a diesel 
railcar. Sinuflo is the name given to 
the boiler by reason of the use of 
sinuous tubes of uniform diameter 
which, in comparison with straight tubes 
of the same diameter, approximately 
double the rate of heat transference to 
the surrounding water. 





REASONED OUT 

In a recent test, quoted by the Man- 
chester Guardian, one of the questions 
was 

To whom do the following refer? — 

(1) The constructor of the Rocket. 

(2) ‘‘ I come to bury Cesar, not to 

praise him.’’ 

A boy of ten years, evidently with the 
approaching November 5 in his mind, 
answered ‘‘ Guy Fawkes ’’ and ‘‘ The 
undertaker ’’ respectively. 

« * * 

The Flying Scotsman has been leav- 
ing King’s Cross for Scotland at 10.0 
a.m. daily for the last 75 years, but 
for the first 25 years third class passen- 
gers were not allowed to travel by this 
famous train. It was on November 
1, 1887, fifty years ago, that third 
class passengers were first admitted to 
the Flying Scotsman which was then 
known as a “ special 9-hour express.”’ 
Today, third class passengers are con- 
veyed on all trains, and the Flying 
Scotsman instead of being a 9-hour ex- 
press, covers the journey in 7 hr. 20 
min. 

BS + - 
SHADES OF WESTINGHOUSE ! 

According to a_ statement issued 
recently by the Soviet Union Year 
Book Press Service, the brakes now 
used on Soviet trains are capable of 
stopping a train 160 metres long in a 
second, but a new brake to be applied 
to passenger and goods vehicles can 
stop a train 250 metres long in a 
second. It is modestly claimed that 
this new brake has been pronounced 
by experts to be superior to any exist- 
ing brakes. 

* * na 

A fossilised crab (Xanthopsis nodosa) 
unearthed during excavation work on 
the Highgate tube extension at a depth 
of approximately 86 ft. is illustrated in 
the recently-issued fourth annual report 
of the London Passenger Transport 
Board. It was found in the London 
Clay which belongs to the Eocene 
period—the earliest of the four divi- 
sions of the Tertiary era. Although it 
is not possible to give anything like an 
accurate age estimate, calculations sug- 
gest that the London Clay was de- 
posited 50 or 60 million years ago. 

* * ao 

A discovery of more than passing in- 
terest was made during excavation work 
at Tain recently, where the L.M.S.R 
has erected a turntable. At a depth of 
between 7 and 8 ft. workmen came 
upon parts of a skeleton of some 
animal. Unfortunately, piling opera- 
tions on the site destroyed many of 
the bones, and, of a complete skull, 
only the lower jaw-bone, more or less 
intact, was saved. Several pieces of 


these bones were taken to the District 
Engineer’s office at Inverness, and were 
examined there by a competent autho- 
tity, who gave it as his opinion that 


THE SCRAP HEAP 
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the bones may be those of an animal 
of the pig family, which had lived dur- 
ing the period following the Ice Age. 
But for the nature of the soil and silt 
in which it lay, the skeleton would by 
this time have disappeared, instead of 
which the bones are now in a state 
nearing fossilisation. At one time the 
waters of the Dornoch Firth covered the 
area in which the find was made—now 
about 800 yd. from high-water mark, 
and tradition has it that the surround- 
ing country was the scene of many a 
wild boar hunt, when these animals 
were numerous in the locality. 
* * e 
FIRST COAST-TO-COAST TRAVEL 

On Saturday last The Times stated 
that ‘‘ although more than 1,000 men 
were at work completing the New- 
castle & Carlisle Railway 100 years 
ago, and the official opening of this 
line did not take place until June 18, 
1838, according to an oldtimetableit is re- 
vealed that through services were begun 
on Saturday, Novem- 
ber 4, 1837.’’ Our 
contemporary also re- 
produced a portion of 
the timetable in ques- 
tion, of which photo- 
graphs have been cir- 
culated to the press 
during the last few 
days by a press photo 
agency. Alongside we 
publish the full text 
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and Haydon Bridge the line was yp- 
finished, but the company engaged 
four coaches to run regularly between 
these places, 13 miles by road, in con- 
nection with the trains. At the New. 
castle end of the line the terminus jp 
November, 1837, was Redheugh, on 
the outskirts of Newcastle, and from 
Redheugh quay passengers were taken 
by steamer and lighter to a harf 
near the old Tyne bridge, where the 
railway company had an office. The 
railway was gradually completed, but 
it was not until October 21, 1839, that 
a through service of trains was com- 
menced between Carlisle and the city 
of Newcastle over Scotswood bridge. 
The quick train took three hours 

The history of the Newcastle & Car 
lisle Railway was outlined in a leader 
in THE RatLway Gazetre of May 10, 
1935, which set out the dates of 
opening of the various sections. The 
completion on June 18, 1838, of the 
11-mile Greenhead to Haydon Bridge 
section actually gave the first through 
railway connection between the East 
and West coasts of England. 


Newcastle and Carlisle 


RAILWAY, 


WINTER ARRANGEMENT. 








COMMENCING SATURDAY. 4th NOVEMBER, 1837. 





of this bill, from 
which it will be seen 
that, despite refer- 


ences to a ‘‘ thorough 
train,’ a footnote 


mentions the capacity 
of the connecting road 
coaches. The Times 
added: ‘‘ Before the 
official opening of the 
complete railway in 
1838 it is probable 
that horse-drawn 


A THOROUGH TRAIN at Quarter-past 7 
o’'Clock Morning, to Newcastle, arriving 
there about 1 o'Clock. 

A THOROUGH TRAIN at Quarter-before 
12 o' Clock Noon, to Newcastle, arriving 
there about Half-past 5 o’Clock. 


A SHORT TRAIN at 4 o’'Clock Afternoon 


to Greenhead. 





coaches conveyed pas- 
sengers along the in- 
completed portion of 
the line.’’ 

Canon Reginald B. 
Fellows made _ the 
position clear, in a 


FROM GREBEBEBAD FO CARLISLE. 
A GHORT TBAIN at Halt-past 8 eo Cleck Morning, to Carlisic. 


The THOROUGH TRAIN which leaves Newcastle at Quarter-past 7 
oCleck Meruing, will reach Greenhead 
Certisie at 1 oCleck. 


The THOROUGH TRAIS which leaves Newcastle at Quarter-pas i! 
e'Cleck Forencon, will reach Greenhead about Quarter-before 4 and 
Carlisie at 5 o Clock. 


about Quarter-before 13, and 





letter published in 
The Times on Tues- 
day. He said: ‘‘ The 


ON THE SUNDAY. 


FROM CABLISLSE. 


term ‘through train’ Tee THOROUGH TRAIN teaves at Half-past 6 oClock Morning, 


is misleading. No 
train could possibly 
have run_ through 
from Carlisle to New- 


A SHORT TBAIN leaves at 4 o Clock Af to Gr 


te Newcastle. 


— 





Ftem OB SEE B24D. 


A 6HOBT TBAIN as Half-past 8 o'Cleck Morning, to Cariisic. 
The THOBOUGH TRAILS from Newcastle leaves Greenhead at 3 


@Cleek Afternoon. 





castle at that date, as 
there was no continu- 


FARES FROM CARLISLE TO NEWCASTLE. AND VICE VERSA — 
Close Carriage. @s. Gd.— Open Carriage, 7s. Gd. 





ous line of rails. The 
company, however, 
by rail, road, and 
river, conveyed pas- 
sengers through be 
tween the"two cities. 
Between Greenhead 


the whole distance 





15s.. Deck 5s. and Newcastis 


I) be found the Cheapest and most 
= oe Persons cannot be secured to go by the Trains unless their Tickets are taken af least Fite Maule 


before the time of Starting ; and Places for a3 many as the Road Cosches cay accom 


1 STEAM VESSELS lenve Canciste several umes @ Week for Livenroot. Cabio 
es Os cok aeons for Lonpon. Cabin 2 2 ; Deck £1 10s This, combined with the RAILWAY 


hous mode of copveyance. 


modate, may be secured for 


Timetable bill of the Newcastle & Carlisle Railway 
advertising coast-to-coast railway travel in 1837 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


EGYPT 


New Fast Diesel Service to 
Mersa-Matrouh 

A fast diesel service was recently put 
into operation between Alexandria and 
Mersa-Matrouh. A railcar leaves 
Alexandria on Thursdays and Satur- 
davs at 6.30 a.m., arriving at Mersa- 
Matrouh at 11.20 a.m., and returns 
froni Mersa-Matrouh on Fridays and 
Sundays at 4.25 p.m., arriving at 
Alexandria at 9.15 p.m. 

New E.S.R. Bus Service 

At a recent meeting the Railway 
Board decided to operate a bus service 
on trial between Disuq and Damanhar 
ind Alexandria as from October 1. The 
sections of the line between Disfq- 
Damanhtr and Damanhitr-Alexandria 
ire subject to some of the keenest road 
competition in Egypt, and it is doubt- 


less to gain on the road what is lost 
on the rail that the decision has been 
made to operate a railway bus service. 


Earnings of the State Railways 
for 1936-37 

The earnings of the State Railways 
for the financial year 1936-37 (exclusive 
of £E.4,880 from road and_ river 
services) amounted to £E.5,191,952, as 
wainst #£E.5,137,131 (exclusive of 
£E.8,115 from road and river services) 
for the financial year 1935-36, an in- 
rease of £E.54,821, or 1-07 per cent. 
This works out at 238 Milliemes a 

traffic’’ train-kilometre as against 
233 mm. in 1935-36. 

Air-Conditioned Stock 

Following his usual progressive 
policy, H.E. the General Manager is 
arranging to purchase six new coaches 
fitted with air-conditioning plant, and 
to convert further coaches similar to 
those running on the trains vapides 
between Cairo and Alexandria. This 
step will be welcomed, as it will tend 
to reduce the dust nuisance on the 
trains, and should attract additional 
traffic to the railways. 


VICTORIA 


Accelerations in the North-West 


Greatly improved goods and 
passenger services have recently been 


ntroduced on the north-western main 


ind branch lines of the Government 
Railways system, faster and 
idditional trains, and later loading 
and earlier arrival times of goods 
trains now being § scheduled. The 


morning passenger services in both 
directions have been accelerated, so 
that the time from Melbourne to 
Serviceton has been reduced by 3 hr. 
50 min., and that from Serviceton 
to Melbourne by 4 hr. 20 min. A new 
train, leaving Spencer Street station 
at 9.5 a.m., runs as an express to 


Jallarat and thence as a_ stopping 
train to Dimboola. From Dimboola 
a passenger-and-mail railcar runs to 
Serviceton, providing a daily instead 
of a four-days-a-week service. 

A new fast goods train now leaves 
Spencer Street at 8.15 p.m.—per- 
mitting of loading up to 5 p.m.—and 
reaches Horsham and Dimboola before 
midday, 3 hr. 50 min. and 3 hr. 5 min. 
earlier than the former 3.25 p.m. goods 
from Melbourne. Beyond Dimboola 
separate daily passenger and_ goods 
services have replaced the former 
mixed trains running only four days 
a week. In the other direction similar 
fast services are provided, including a 
new fast goods from Dimboola to Mel- 
bourne which is of particular benefit 
to fruit-growers. 


WEST AFRICA 


Benguela Railway 
The improvement in the receipts of 
this railway during the current year 
is being maintained, as recorded in the 
latest traffic receipts for September, 
details of which have just been 
received and are as follow :— 


1936 1937 
f f 

Gross receipts for Sep 

tember a ep 27,839 38,363 
Net receipts for Sep 

tember ck os 14,016 22,454 
Gross receipts, January 

to September inclu 

sive see ... 180,535 284,000 
Net receipts, January 

to September inclu 

sive ae a 56,460 180,535 


NEW ZEALAND 


Modified Air-Conditioning 

A thorough investigation has been 
made by the Railway Department into 
the practice and experience of air-con- 
ditioning on railway passenger-carrying 
vehicles in other countries, and it has 
now been decided that the comfort and 
satisfaction of passengers in New 
Zealand would be _ considerably in- 
creased if the installation of a suitable 
air-conditioning system were under- 
taken. 

The type decided upon for New 
Zealand will result in the exclusion of 
smoke and dust from the carriages, and 
the air in them will be mechanically 
fed with clean and purified air by an 
electrically operated system. In cold 
or cool weather a practically constant 
and predetermined temperature will be 
maintained in the cars, within close 
limits, irrespective of the temperature 
outside, but the system proposed will 
not provide for reducing the tempera- 
ture in the cars below that prevailing 
outside, as to do this would be ex- 
tremely costly, complicated and 
weighty, and such a system would not 
be necessary in New Zealand, where 
extremes of heat are not encountered. 


At the present time the Railway De- 
partment is making tests of the more 
simple system referred to, on one of the 
North Island sleeping cars and the pro- 
posal is to provide this system in the 
new rolling stock now being built for 
main line services where this is found 
desirable. 

The cost of this system is only about 
one-sixth of that required in.countries 
where high temperatures have to be 
provided against, and it is equally effec- 
tive in the provision of clean and puri- 
fied air at the desired and _ pre-deter- 
mined temperature. 


SWEDEN 


The Private Railways 


Most, though not all, of the busier 
main lines in Sweden are owned arid 
operated by the Government, but cer- 
tain other main lines and nearly all 
secondary and branch lines belong to 
no fewer than 90 private companies. 
Swedish railway ownership, indeed, is 
without parallel in Europe. For opera- 
ting convenience, however, certain rail- 
ways are formed into working groups, 
though financially remaining separate. 
The important cross-country route be- 
tween Gothenburg and Carlskrona, for 
instance, is in the hands of four dif- 
ferent railways, the Gothenburg-Boras, 
the Boras-Alvesta, the Vaxjé-Alvesta 
and the Carlskrona-Vaxj6, but though 
three of these use their own locomotive 
power, the line as a whole is worked 
by a Gothenburg-Smaland-Carlskrona 
Traffic Union, which also embraces cer- 
tain subsidiary lines. Inter-railway 
bookings and similar matters are under 
the control of a railway clearing house 
organised by the Swedish Railway 
Union. 

The greatest of the private concerns 
is the Bergslagen Railways Company 
which, with its branches, extends from 
Gothenburg to Falun in Dalecarlia. Its 
route-mileage is just under 482 miles. 
It runs through services to Stockholm 
via the Stockholm-Vesteras-Bergslagen 
Railway, which it joins at Ludvika; to 
the Bothnian coast via the Gavle-Dala 
Railway from Falun; and with the 
Dalsland Railway it forms a link in the 
main Germany—Norway international 
line, the Bergslagen section being be- 
tween Gothenburg and Mellerud, and 
the Dalsland link extending thence to 
the Norwegian frontier at Kornsj6. The 
Bergslagen Company runs_ through 
coaches, dining and sleeping cars be- 
tween Gothenburg and Central Sweden. 
The great iron industry of the ‘‘ Bergs- 
lag ’’ is served by the B., S.V.B., and 
G.-D. Railways, as well as by the im- 
portant Gringesberg-Oxelésund  Rail- 
way between Ludvika and the Baltic. 


Breaks of Gauge, Electrification 
and Rolling Stock 
Owing to the fact that Sweden has 
as many as six different gauges, breaks 
of gauge are the bugbear of the railway 
system, and, the gauges of the secon- 
dary lines vary from 1-435 m. (4 ft. 
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$4 in.) to 0-600 m. (2 ft. 0 in.). The 
commonest narrow gauge is 0-891 m. 
(2 ff. 18 wm.). In the south 
the 3 ft. 6 in. gauge _ occurs 
frequently, notably on the Blekinge 
Coast Railway (129 miles in length), 
and at Vaxj6, the county town of 
Kronoberg in Smaland, there are three 
different gauges in one not very large 
provincial station. Two of the 2 ft. 
11} in. gauge systems, the Ostergétland 
and the Nordmark-Klarilven Railways, 
are partly electrified, while the most 
notable standard gauge electrification 
is that of the Gothenburg-Boras Rail- 
way throughout its length. Electrifi- 
cation has also taken place on a smaller 
scale elsewhere. 

The steam locomotives of certain pri- 
vate railways are more modern than 
those of the State Railways, on account 
of the policy of the latter to extend 
electrification. Notable are the three- 
cylinder 4-6-0 locomotives of the Bergs- 
lagen, the new 4-8-0 three-cylinder 
engines of the Halmstad-Nissj6 Rail- 
way, and the non-condensing 2-8-0 
turbine locomotives of the Griingesberg- 
Oxelésund Company. The newest 
coaching stock of some lines is in every 
way equal to that of the State Rail 
ways, which sets a standard unexcelled 
in Europe. Owing to the high price 
of coal in Sweden, many lines make 
use of diesel traction on their secondary 
each train consisting of an 
eight-wheeled railcar, sometimes with 
a four-wheeled coach as a trailer. 

The smaller lines in particular have 
suffered from road competition, in 
goods rather than passenger traffic, but 
the vast majority managed to tide over 
the slump of the early nineteen-thirties 
in good order. Less fortunate lines 
have been taken over by the Govern- 
ment. one of the latest being the 
Upsala-Enk6ping Railway. 


IRAN 


Further Details of the Trans- 
Iranian Railway 


servic es, 


It is noteworthy that as the condition 
of the country traversed by this new 
construction grave danger of 
typhus, typhoid, and cholera—not to 
mention malaria—to the personnel, very 
complete sanitary and medical organi- 
sation had to be arranged before work 
began in any area. Hospitals were 
built at key points on the alignment, 
and first-aid stations were established at 
frequent intervals; a staff of doctors 
and nurses specialised in epidemic 
diseases was also provided. 

As the Government insisted upon the 
completion within six years of the 
whole construction—nearly 1,000 miles 
in length, and, as previously described 
in THE RatLway GazettE, through most 
difficult country—exceptional speed and 
numbers of men were required. The 
average number of employees is, there- 
fore, about 45,000, including some 3,000 
skilled foreign workers, mostly for the 
construction of the 250 tunnels on the 
line. The aggregate length of these 
tunnels is 50 miles, 


caused 
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UNITED STATES 

Railways at New York Fair, 1939 

The Eastern railways have contrac- 
ted with the executive of the New 
York World’s Fair, to be held in 1939, 
for 154 acres of exhibit space, and 
elaborate plans are in preparation for 
a presentation that will bring home 
to the public the remarkable progress 
being displayed by the railway in- 
dustry. Among railway officers assum- 
ing responsibility for the display is Mr. 
Edward Hungerford of the New York 
Central executive staff, who conceived 
and produced the Baltimore & Ohio’s 
centennial pageant in 1927, and who 
had charge of the transport exhibition 
at the Chicago Fair in 1933-34 and at 
the Great Lakes Exhibition, Cleveland, 
in 1936-37. 


CHINA 
Railways and the War 

With the capture of Paotow, on 
October 17, the Japanese secured 
control of the whole of the Peiping- 
Suiyuan Railway—/described in our 
issue of September 17 last—Epb. R.G.| 

Paotow being the western terminus. 
Ordinary passenger service has been 
resumed between Peiping and Kalgan. 

The Japanese advance down the 
Peiping-Hankow line continues apace, 
its speed being ensured by the use of 
armoured trains. Tzechow, on the 
border of Honan, has been occupied, 
and no serious resistance is now likely 
to be offered north of Changteh, 320 
miles from Peiping. 

The large Japanese force recently 
said to be surrounded by Chinese forces 
in Shansi is on the northern section of 
the Tatung-Puchow Railway, which 
section, as reported in THE RAILWAy 
GazeETTeE of September 10, is under con- 
struction, and was likely to be com- 
pleted this autumn. 


Railways All Over China Suffer 
port of the 


Lienyun, the terminal 
Lung-Hai Railway, has again been 
bombed. At Kashing, on the Hang 
chow line, the station, an engine, and 
several goods wagons were damaged; 
five railwaymen were killed and others 
injured. On one occasion 51 planes 
bombed Nanking, and the railway area 
around Hsiakuan and_ ferry lines 
suffered considerable damage. Attempts 
were evidently made to put the train 
ferry service out of action. At 
Paotingfu the Japanese claim to have 
captured 100 coaches and other stock. 
The armoured trains operating from 
Peiping southwards are believed to 
have been built at Dairen by the 
S.M.R 


The Whampoa Scheme, Canton 

This scheme provides for an entirely 
new port for ocean-going steamers at 
Whampoa, six miles down the river 
from Canton. The great difficulty, 
however, is the bar below Whampoa, 
but it is hoped that this can be kept 
dredged to a depth of 30 ft., and a 
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sum of $2,000,000 has been allocated to 
this work. 

Meanwhile, a branch line connecting 
Whampoa with the Canton-Hankow 
Railway has been constructed. The 
Hongkong Government has for some 
years now been urging the consiruc- 
tion of a shorter branch to connect 
the Canton-Hankow and _ Canton- 
Kowloon lines. Actually the Wha ipoa 
branch crosses the Kowloon main line. 
so that a spur only would be necessary 
to give between the Hankow 
line and Kowloon (Hongkong). The 
Chinese authorities, however, ire 
staking upon Whampoa as a future port 
through which would pass the antici- 
pated heavy traffic from the interior 
tapped by the Canton-Hankow Rail- 
way, to the exclusion of Hongkong. 
But at any rate until Whampoa can be 
developed—and particularly — under 
present war conditions—the spur con- 
nection would be invaluable in giving 
a comparatively safe and very suitable 
outlet for the internal traffic. 


access 


MANCHUKUO 


New Administrative Control 


As from October 1 the whole of the 
railway systems in Manchukuo and 
North Chosen (Northern Korea) are to 
come under one management, the 
Tetsudo Sokyoku. The total route 
length involved is 8,838 km., of which 
7,410 km. represent the Manchukuo 
State, 1,099 km. the South Manchuria, 
ind 329 km. northern Chosen lines 
There will be eight administrative 
divisions under the Tetsudo Sokyoku 
headquarters, and these will control 
the following lines :— 


CHINCHOW DIVISION 
Mukden-Shanhaikwan ; Chinchow-Chengte 
Hopei-Panshan ; rahushan-Chengchiatung 

south of Tungliao; Mukden-Kirin, south 
Meihokou. 
KIRIN Division 
Hsinking-Tumen, north of Tunhua ; Mukden 
Kirin, north of Meihokou; MHsinking-Pai 
chengtzu ; Harbin-Lafa, south of Wuchang 
MUTANKIANG DIVISION 
lumen-Chiamussu ; Hsinking-Tumen, south 
of Tunhua ; Harbin-Suifenho, east of Imienpo ; 
Linkou-Mishan 
HARBIN DtviIsIon 
Hsinking-Harbin ; Harbin-Suifenho, west of 
Imienpo ; Harbin-Lafa, north of Wuchang ; 
Harbin-Manchouli, south of Anganchi; Harbin 
Peian ; Peian-Heiho 
IsttstuAR DIVISION 
Harbin-Manchouli, north of Anganchi; 
lsitsihar-Peian ; Paichengtzu-Halunarshan ; 
Ssupingkai-Tsitsihar ; Tahushan-Chengchiatun, 
north of Tungliao 
MvuKDEN DIVISION 
Dairen-Hsinking, north of Mukden ; 
Mukden. 


Antung 


DaAIREN DIVISION 
Dairen-Hsinking, south of Mukden ; 
chiao- Yingkow. 
RASHIN DIVISION 
Lines in North Chosen, 


lashih 


Seven headquarters administrative 
departments were also created [and the 
appointments as heads of these are an- 
nounced in our personal columns this 
week on page 793.—Ep. R.G.]. The 
seven departments are (1) Finance and 
Accounts, (2) Traffic, (3) Operation, (4) 
Civil Engineering, (5) Mechanical Engi- 
neering, (6) Construction, and (7) Rail 
way Police. 
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RECONSTRUCTION OF SUPERSTRUCTURE OF WOOD GREEN 
FLYOVER BRIDGE, L.N.E.R. 


Describing the method adopted for replacing, under traffic, 
146-ft. continuous girders spanning the L.N.E.R. main lines at 
a 40-deg. skew, with three separate 49-ft. spans, at bridge No. 31 


HIS bridge was built in 1871 as a flyover to carry 
7. the down line to Enfield Chase, over the Great 
Northern Railway (now L.N.E.R.), main lines, just 
north of Wood Green station, and about 5} miles from 
King’s Cross; the bridge enables down trains to reach the 
branch line without interference with the main line traffic. 
In 1909 the branch was extended from Enfield to Cuffley, 
and by the beginning of 1921 it had been further extended 
via Hertford to rejoin the main line at Stevenage, thus 
forming a relief loop, which is used by many of the main 
line fast goods trains to the north. 

The accompanying illustrations show the position of 
the bridge, and also the manner in which it crosses the 
six main, slow and goods lines, with three spans, each of 
approximately 40 ft. measured on the skew, the angle of 
which is about 40 deg. The piers and abutments are of 
brick, and the old superstructure consisted of half-through 
type wrought iron main plate girders, continuous over the 
three spans, each 146 ft. long x 3 ft. 9 in. deep, with 
wrought iron cross girders spaced at 3-ft. centres and 
timber decking on which lay the ballast and permanent 
way. 

The new superstructure is also of the half-through type, 
but consists of three separate pairs of main girders each 
49 ft. long x 4 ft. 9 in. deep spaced 15 ft. 3 in. apart 
with rolled steel joist cross girders at 2-ft. centres and 


cement concrete filling between the joists and covering 
their upper and lower flanges. The webs of the main 
girders are protected by concrete curbs, and the whole of 
the floor is coated with asphalt with a protective layer 
of brindle tiles. The underside of the superstructure is 
protected from engine blast by plates of rust-resisting 
material. The line carried by the bridge is on a curve 
of 11 ch. radius throughout, and the main girders had 
to be more widely spaced than usual in order to give the 
necessary clearances. 
Method of Replacement 

At the outset temporary steel trestles were erected on 
the London side of the existing bridge to take the new 
superstructure so that the new bridge could be completely 
finished before being puiled into its final position as one 
unit. During the week-end, April 17-18, the steelwork, 
consisting of the main and cross girders, was unloaded 
and placed on the trestles; subsequently, the cross girders 
were electrically welded to the main girders, and the con- 
crete, asphalt, and tiling completed. The ballast and new 
permanent way were also laid on the bridge so as to 
cut down the possession of the line for the final operation 
to the shortest possible time, as for that operation a com- 
plete stoppage of the down Enfield line was required. 

During the week-end, June 5-6, the old structure was 
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Side elevation and plan of the 
old superstructure, with (inset) key map 
showing the position of this bridge 
(No. 31) 
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Side elevation, cross-section, and plan of the bridge with the new superstructure in position 


cleared of track and ballast, and then cut into three spans, 
and removed piece-by-piece by cranes working outwards 


from the centre. After the superstructure had 


moved, the old brickwork on the abutments and piers had 
fordshire 
Concurrently with the building of the 


to be cut away, and new bearing courses in Staf 
brindle brick built. 


19/8” BETWEEN STANDARDS 


# ‘PLATE 


e—/. nl 
: Tar PASTE Se 
3} 33" ¢” EOGE L-—~ = 
20% 9, FLANGE PLATE —————— 
36 "x % 8 ” 
6°x6"x v MAIN LS 


EXPANDED STEEL, |” MESH | ,, 


¥"x 16 GAUGE 3% 18.50.Y9 | 2X4 | 
PE Ral LEVELS 


Lr | 1" ASPHALT, 3” MIN. BALLAST 














1 ve | 
"x 87x TOLB. RS15 2/0" CRs! THES 8 DIA. net 





so 





T > > > ; 
f 73 SMOKE PLATE 


1%, hyd 
35 X35 xX 


| 
| 
| 
| 7" 34°x 15:30 LB ca 
| 
| 
| 
| 
| 


2 FLANGE PLATES | 


was 
been re- 


to 
—£ - 


By ES 
N 


+ 
zu 








—-4/9” over LS 


bearing 


jacking 
As the clearances were extremely 
slew 
down 


the ball races, on which the new bri 
be pulled in, were placed in position, and the 
pillars placed alongside the faces of the piers. 
limited it was necessary 
main line temporarily, and to put the 
out of commission. The up slow line 


] 
ige 


courses, 
to 


the 
main 


up 
line 





+ 
atl 























ELVELVLS “F0GE LL ea: 
2 


6"x6'x 4%" MAIN LS* I 
4'9"x 5" WEB PLATE | 
~3'9'x 33 f” LS {| 


= 














2 aL 2x2 x 16 SPLAYED L 
Lid 





je 














20"x ‘x PROTECTION 


PLATE OF RUST 


RESISTING MATERIAL 





' CLOSE $0. TEE, WELD TWO ae 
SIDES, SYMBOL T, %2” FILLET. 
WELDS, EACH 3%” LONG 


MBOL T, “4 FILLE 
EACH 3” LONG 


eneneem 
al TI 





= 




















i /2~ oe-/2” 








© © © © 





C1. DRIP 














Coss 50. TEE. WELD TWO SIDES, 


T WELDS, 


12% eID 
---4'0"- 


2.0 — ofa 2 
re-——4/0"—— 


ane 





LAT 4/0” CENTRES 











5|| Pe 
e=||° 0 
ise [leslie 
ee SLL 

¥g ms BARS 6” CRS. JOINTS BROKEN 


AND LAPPED WITH WIRE 
PART PLAN 


| ___PUPE 


le 


Some of the more interesting 


” ~ 
+ [ee re — if > 


DETAIL OF EXPANSION JOINT FOR 


details of the new superstructure 














1937 


November 5, 








BEARERS FILLED | -~ 
WITH CONCRETE * ~ 








| 
<4 
































1AIN 
| G/RDER ee 
— 3-4 
ie Q |! 
fe) | 
L Kos pbsph SESTISES TESS ITSY cone naeares ye — \\ 
ie ned CAP PLATE . 
) ” ~ 
a i ‘ 1” BASEPLATE 0 aaa Lk 
1) fail +a 
eS—==5 ~ gene iaeca + 
SURFACES GREASED 
CONCRETE 





SHOWN DOTTED 





10x 8" 7OLB. ||I° 
R.S.IS ° 































s 
BED LEVEL” 
DETAIL OF MAIN BEARERS ON PIERS 
EXPANDED TEEL [4 ‘MESH, 





19'X 166. 3%4LB. PER SO. yo’ =I TES 


34" 3}"x} £7 


















1° ASPHALT 














ABUTMENT LEVEL 


SECTION A.A. 
THESE L'S MAY BE SECURED TO R.S.J.’5 WITH 
444 DIA. SET SCREWS INSTEAD OF RIVETS IF 
2 DIA. RIVET HOLES. 4 4’ Pe REQUIRED 1 ASPHALT 


I” TILES ” 













¥—-!" SPACE 
—————— 












(hada ay "AP “PLATE BED 
TO ALLOW FOR 
EXPANSION 


Wei DIA. BARS 
A RUNNING FULL 


aeons y ”” BASEPLATE \ 











10"x 8"x 7OLB. 


‘4g CLEARANCE BETWEEN TOP 2- ; 
RS. wits 3/0" LONG 


OF BEARERS AND UNDERSIDE 
OF CONCRETE 







SECTION B.B. 









was cut, slewed and connected to the up siding, and the 
down siding was temporarily used as the down slow line; 
the down goods line was not in any way interfered with. 
This arrangement ensured that during the final operation, 
main line trafiic which was particularly heavy, owing to 
there being a number of excursion trains, always had the 
use of two up and two down lines. 

When all preparatory work was completed the new 
superstructure, consisting of the three separate spans, tem- 
porarily bolted together and weighing 242 tons, resting on 
ball races, was rolled into position in a single operation 
in one hour. The structure was then lowered into posi- 
tion on hydraulic jacks, two jacks being used at each 
jacking point to shorten the time of lowering. The whole 
operation was carried through without a hitch, which is 
most creditable considering the length of the bridge and 
the separate spans temporarily connected together. 
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The work was carried out under the direction of Mr. 


R. J. M. Inglis, M.Inst.C.E., the Engineer, Southern 
Area, L.N.E.R., and under the personal supervision of 
Mr. H. E. Stratton, A.M.Inst.C.E., the Bridge Assistant. 


The District Engineer, Mr. C. F. Slade, M.Inst.C.E.., 
supervised all track work. The contract work was carried 
out by the Motherweil Bridge & Engineering Co. Ltd., 
Motherwell Bridge Works, Motherwell, Scotland. 








Art Display IN LINCOLN STATION WAITING Room.— 
The L.N.E.R. has arranged for a permanent exhibition 
in the first class waiting room at Lincoln station of a 
series of framed prints, depicting personal incidents in 
the reign of Queen Victoria. Lincoln station is much 
used by visitors from overseas and it is felt that this 
exhibition will prove most attractive. Similar exhibitions 
have been arranged at Newmarket, Cambridge, and Ipswich. 




























As hoisting by ordinary 
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UNUSUAL METHOD OF ERECTING HEAVY GIRDERS 


suitable, two 142-ft. girders, 
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means was considered un- 
each weighing 121 tons, were 


slid from crocodile trucks on to timber sand boxes and 


lowered 11} ft. 





N one of the many level crossing eliminations at present 
being undertaken in the United States, the Chicago, 


Milwaukee, St. Paul & Pacific Railroad had to carry 


its main line—over which the Hiawatha streamlined flyer 
runs daily—across the main Chicago—Milwaukee road on 
a new bridge having a skew of 20 deg. 13 min. This 
necessitated the use of main girders 142 ft. 2 in. long and 
12 ft. 11 in. deep, each weighing 121 tons. 

\ double-track temporary diversion of the railway was 
first constructed, and the girders were then run out from 
the manufacturers to the site, one at a time. Each was 
loaded on two 100-ton crocodile trucks with a dummy 
between them, but as the loaded height was 17 ft. 6 in., 
a circuitous route had to be followed to avoid overhead 
obstructions, and only very low speeds were allowed. At 
the bridge site the girder train was received on a temporary 
trestle bridge built along the centre line of the future 
permanent structure. Owing to the weight of the girders, 
the amount of lateral movement necessary, and other 
difficulties, it was considered that any erection scheme 
involving hoisting plant would be excessively costly, if 
adequate precautions were taken to avoid accidents. The 
following alternative method was accordingly adopted. 

On the final alignment of each of the girders two grillages 
were erected, and on each grillage a special sand box, 
having inside measurements 11 ft. long x 3 ft. wide by 
11 ft. 2 in. high, was built up on line with the crocodile 
truck bolsters. These sand boxes were composed of 
8-in. X 16-in. timber stringers laid flat to form the sides, 
and three 12-in. x 12-in. timbers placed vertically formed 
the ends. The side timbers were held in position against 
lateral sand thrust by ?-in. tie rods laid crosswise between 
the side timbers, the top and bottom faces of the latter 
being notched to receive them. The rods were tightened 
up against vertical steel straps on the outside near the 
ends of the boxes. The tops of the boxes were level with 





the truck bolsters and their height was such as to enable 
the girder to be lowered 114 ft. Each box contained 
15 cu. yd. of sand, the top surface of which was to 
support two oak timbers carrying the girder. 

On arrival exactly opposite its final position, each girder 


by the gradual removal of the sand 
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was jacked up to allow steel skid plates, 20-in. wide, to 
be inserted under the bolsters. The skid plates extended 
from the trucks to the oak timbers on the sand boxes, and 
the traversing over the skids was carried out by jacking 
horizontally. The lowering was effected by digging the 
sand out of the tops of the boxes with small shovels until 
the sand level in each box had fallen to the level of the 
bottom of the top side-timbers. The top tie rod nuts 
were then slacked off, and the two upper side-timbers of 
the box removed. This operation was repeated tier by 
tier until the girders rested on the bearings. We are 
indebted to our American contemporary the Railway Age 
for the description and diagram of this unusual work. 














Success of German 


A recent article in Die Reichsbahn by Herr Dreyer gives 
some interesting information on the working of the Leig, 
or special light goods trains, introduced 10 years ago by 
the German State Railway, with the object of cutting 
costs in goods train operation, especially in the picking 
up and delivering of the smaller consignments at stations 
between the principal centres. Very satisfactory results 
have been obtained with these trains, of which there are 
now 303, including 3 goods railcars, running in 200 
services and covering some 13,000,000 train-kilometres 
(over eight million train-miles) yearly. The principles on 
which their running is based were first worked out com- 
pletely for the 1929 goods timetables. Steam operation 
has proved quite suitable and efficient. A Leig now 


usually consists of two large covered vans, affording about 
(63-4 sq. yd.) total floor space, with a 


53 sq. m. 


Light Goods Trains 






collapsible gangway between, and lighting, heating and 
office accommodation, enabling clerical work to be 
efficiently performed on the journey. Special attention is 
paid to the couplings, springs, &c., to ensure smooth 
travelling. These short trains can go into sidings where 
space is restricted and alongside loading docks at small 
stations, forming a kind of movable goods shed. The 
highest speed attained is generally 65 km.p.h. (40-4 
m.p.h.), but on 15 special sections 75 km.p.h. (466 
m.p.h.) is allowed. An average journey speed of 
40 km.p.h. (25 m.p.h.) is at times reached. The average 
run is 63-2 km. (393 miles); Stettin has the longest 
divisional average, 126-2 km. (78-4 miles), Mainz the 
shortest, 34:3 km. (21-3 miles). The question of running 


electric Leig trains is deferred until electric traction’ 


becomes more widely used. 
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THE SANTIS AERIAL ROPEWAY 


By E. G. CONSTAM, 


PART from the Alps there is a separate group of 
A mountains in Northern Switzerland called Alpstein. 
Mount Santis (8,218 ft. above sea level) is the most 
prominent peak of the Alpsteingebirge, and is one of the 
most frequented summits in Switzerland. The approach 
from the south is by the Toggenburg Valley; from the 
west, through a village called Urnasch; or from the 
north, by the village of Wasserauen. Mountain railways 
have been projected for all these routes. 

In the days of the diligence, with its moderate carrying 
capacity, the mountain line was to have been linked 
directly to the country’s railway system. This, however, 
meant a long mountain railway with considerable capital, 
running expenses, and cost of upkeep. The financial out- 
look, however, was uncertain, and the projects were not 
realised. With the coming of the motorcar, shorter and 
shorter mountain railways, with reduced capital, were pro- 
posed. As winter sports developed, too, financial prospects 
improved. Ski-ing developed extensively at the Schwa- 
galp, located at the northern foot of the Santis, which is 
easy of access by road both from St. Gall and Zurich. 
The Federal Post runs buses on both routes, with excel- 
lent financial results so far. By train, bus, and the rope- 
way the summit of the Santis can now be reached in 
about 2? hr. from Zurich and from St. Gall in about 1 hr. 

The promotion of the Santis Ropeway was a_pro- 
tracted undertaking. A group of three men acquired the 
Government licence and founded the Santis Ropeway 
Company. The author of this article, a mechanical engi- 
neer who had specialised in mountain railways, was among 
the group, and his preparatory work extended over eight 
years. It was first necessary to get the Swiss Government 
to revise its regulations as to the building and running of 
aerial passenger ropeways. There are about 80 public 
passenger ropeways now working throughout the world, 
and they have already transported about 12 million pas- 
sengers and proved as safe as any other system of moun- 
tain transport. The Bavarian, Austrian, Italian, and Swiss 
Governments had all issued regulations on the subject. 
At first the Swiss attitude was partly prohibitive in order 
to protect the numerous mountain railways in Switzerland 
against competition by the new system. ’ The Swiss regu- 
lations, however, were revised on January 1, 1933. The 
promoters’ petition for licence to build the Santis Rope- 
Way was dated March 10, 1933; on September 22 the 
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licence was granted, and the first meeting of the Santis 
Ropeway Company was held on October 18 in that year. 

The lower station of the ropeway is situated at Schwa- 
galp, at 4,466 ft. above sea level, and the upper station 
near the mountain summit at 8,147 ft. above sea level. 
The length of the ropeway is 7,119 ft., in which the 
difference in altitude is 3,681 ft. The average inclination is 
60 per cent., and the maximum inclination 97 per cent. 
The biggest span measures 3,478 ft.; elsewhere there are 
longer spans, for example, 3,660 ft. at Triibsee (Swit- 
zerland); 3,684 ft. on the Pfanderbahn (Austria); 3,702 
ft. on the Austrian Zugspitzbahn; 3,879 ft. on the 
Wankbahn (Bavaria); 3,984 ft. on the Table Mountain 
Ropeway (Cape Town, South Africa); 4,554 ft. on the 
Feuerkogelbahn (Austria); and 5,445 ft. on the Meran- 
Hafling-Bahn in Italy. 

The Santis Ropeway has two cabins, each for 35 pas- 
sengers and a conductor. The cabins work in the same 
way as the cars of a funicular, one ascending while the 
other descends. The speed ranges between 13-3 and 20 ft. 
per sec., and the carrying capacity is between 180 and 
245 passengers an hour in each direction. 

The three steel pillars or pylons are respectively 164, 
65, and 39 ft. in height. The uppermost pillar serves also 
as an intermediate station. It has platforms, an interior 
staircase, and a waiting room, and is the starting point 
of a well-known downhill ski-run leading to Unterwasser, 
a village in the Toggenburg Valley. The fares of the 
Santis passenger ropeway are fr. 6 and fr. 4 (Swiss) for 
the uphill and downhill trips respectively. 

The contract was signed early in February, 1934, and 
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the construction of an auxiliary ropeway was at once be- 
gun, in mid-winter. The mechanical parts of the auxiliary 
ropeway weighed about 23 tons and were transported by 
sledges, hoists, horses, and bearers on ski to the different 
points of erection. A wire cable with a diameter of 3 in. 
and 1°3 miles long in pieces weighing 80 lb. was laid out 
by skiers along the track between the summit and the 
foot of the mountain. The pieces were reassembled, and 
this first rope served for the haulage of the traction cable 
of the auxiliary plant. The latter served for the haulage 
of the auxiliary plant bearing cable, pillars, and other 
parts. The auxiliary ropeway was completed early in 
June, 1934. It had two 7-in. bearing cables, a }-in. trac- 
tion cable, four steel pillars and one wooden pillar, and 
two open cabins each with four running wheels for loads 
up to 1 ton. The auxiliary ropeway was driven at its 
lower end by a 45-h.p. diesel engine with reversible gear- 
ing. Late in the autumn of 1934 the electric power line 
to the Santis was completed. 

Meanwhile the main ropeway was designed and manu- 
factured. In accordance with the Swiss regulations above 
mentioned, it has four bearing cables of 2 in. dia., weigh- 
ing 30 lb. a yard. These cables are secured at the upper 
end, being slung several times round the circumferences 
of stationary drums of concrete. This enables the 
cables to be moved from time to time, and permits 
fresh parts of the cables to work at the ropeway 
pillars. The bearing cables are tensioned within the lower 
station by means of suspended weights totalling 122 tons. 

The traction cables are driven from the upper station 
and tensioned in the lower station. Their diameters are 
1} in. and jin. They are of steel construction, with hem- 
soul running on rollers with rubber shirts. A 73-in. emer- 
gency cable is provided, with separate driving machinery 
and two reserve cabins, each for eight people, to rescue 
passengers in case the main cabins and their traction 
cables should get out of order. The driving machinery in 
the upper station is set with its concrete foundations 
directly on the floor, and any vibration is transmitted from 
the machinery to the building. The driving wheels have 
ieather-clad circumferential grooves and are of 10-ft. 
diameter. Units weighing more than about a ton had to 
be avoided as the auxiliary ropeway could not transport 
more. 
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Diagram of arrangements at the upper station, showing 
the anchoring drum for the bearing cables 


The power line supplies a 10,000 V. three-phase, 50- 
period current to the upper station. There the tension is 
reduced to 380 V. by a main transformer of 180 kVA. 
and a reserve transformer of 100 kVA. The 205-h.p., 
1,475 r.p.m. three-phase motor drives a 135-kW. Ward- 
Leonard dynamo supplying continuous current of 500 V. 
for driving the passenger ropeway at any desired speed. 
The main driving motor develops 168 h.p. and makes 
1,100 revolutions per min. The reserve motor develops 
32 h.p. and runs at 720 revolutions per min. In case of 
interruptions in the power line, a 60-kW. dynamo, driven 
by a 12-cylinder 115-h.p. petrol engine, supplies continu- 
ous current of 240 volts which enables the passenger rope- 
way to work at about half its normal speed. 

The platforms at the intermediate station of the third 
pillar are swung out by electric motors controlled from 
the upper station. The speed of the ropeway cabins 
approaching the pillar is automatically reduced, and the 

cabins can pass the pillar at full 
speed only when the platforms 


are drawn back. Each cabin 
_-~ takes 35 passengers and one, con- 
al - ductor. The suspension and the 
oll =~ frame is made of special steel. 
The floor, walls, doors and the 
— window frames are made of 
CAR 


in continuous telephone connec- 
tion with the mechanic in the 
upper station, the telephone 
A current flowing along the trac- 


| duralumin. The conductor is 
\ 
\ 
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The Jower station, with the tensioning weights for the 
four bearing cables seen on left 


ear ie tion cables and back via the 
eu Z bearing cables. All bearing 


places of the traction cables are 
electrically insulated. The car 
of each cabin has 16 wheels, and 
four automatic spring-loaded 
brakes gripping the _ bearing 
cables in case a traction cable 
should break loose. Two damp- 
ing devices prevent undue longi- 
tudinal swinging of the cabin in 
such a case. 

To build this ropeway was 
something of a transport prob- 
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Relief map of the Alpstein (Northern Switzerland) showing situation of the Sédntis 


lem. The parts went by train to Herisan, then about 
six miles on a good public road and a further 3} miles 
on a narrow private road ending at Schwagalp. This 
private road had gradients up to 17 per cent., was only 
2} yd. broad and turned out to have a stone bed along 
only half its length. According to all Government regula- 
tions hitherto issued regarding aerial passenger ropeways 
in Switzerland and abroad, bearing cables must be all in 
one piece. Therefore each bearing cable wound up on an 


A pylon of the temporary rope- 
way used in the construction 


Pylon No. 3 of the ropeway which forms 
an intermediate station 


iron drum weighed 33 to 35 metric tons. °A special road 
car was constructed at Zurich, with seven wheels, and solid 
rubber tyres. It was 7 ft. wide, had easy steering, and 
weighed 9°4 metric tons empty. Loaded, the car weighed 
about 45 tons and a tractive effort of about 10 tons was 
necessary for towing the car on the steepest gradients 
encountered. Of eight road bridges on the way, seven 
were reinforced by wooden structures. 

The special car was pulled by two tractors and one 


Effects of a snowstorm on the upper 
station 
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The summit of the Santis with upper 


lorry at an average speed of 3 m.p.h. One of the tractors 
had a motor-driven hoist which by means of tackles de- 
veloped a towing effort of 15 tons provided it was possible 
satisfactorily to secure the tractor to the ground. This 
was done by wire ropes, chains, nails, and bolts. A car- 


pet of steel plates about } in. thick was laid on the private 


road wherever it turned out to have no stone bed. The 
average speed attained on the private road was 0°4 mile 
in 10 hr., and the four bearing cables were 43 days on the 
road. Arrived at the Schwagalp, the cables were secured 


Passengers embarking in one of the 
cars 


in motion 
ropeway 
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station of the ropeway in foreground 
A 7 d fo] 


to the lower ends of towing cables of ? in. and 1 in. dia. 
The upper ends of the towing cables were connected by 
tackles to a motor-driven 15-ton winch located in the 
upper station. The tackles exerted a pull of 45 tons, and 
their individual strokes varied between 70 and 100 yd. 
The Santis Ropeway built its own power line from 
Urnasch to Schwagalp, with three copper wires on 
common wooden masts, carrying 10,000 V. Further on, 
between Schwigalp and the summit, each of the com- 
ponent three-phase current has its own steel masts, a }-in. 


on Interior of passenger car, which accommodates 


35 passengers 
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steel wire cable, and spans up to 940 yd. 
rather a bad reputation for lightning, a transformer 
10,000-V. primary and the same secondary tension was 
lled at the Schwagalp and inserted in the power line. 
uble with lightning in summer vanished, however, 

first the auxiliary and later the main ropeway was 

d, establishing conductive connection between the 
summit and the foot of the mountain. ‘Unexpected trouble 
on the other hand arose in winter when ice and snow re- 
peatedly interrupted the power line between Schwagalp 


and the summit. Whenever this happened the ropeway 
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continued working with its reserve dynamo driven by the 
petrol motor, so that the performance of the plant did not 
suffer. The power line had been designed for about 
3-5 lb. of ice and snow per foot of length, and the inten- 
tion is to reinforce it for about 30 Ib. a foot. 

The Sintis passenger ropeway was opened on July 
31, 1935, and the patronage has been fully up to expecta- 
tions. The trip is short, delightful and thrilling. The 
ropeway considerably stimulates tourist traffic to this part 
of Switzerland. 

(See editorial article ‘‘ Mountain Railways,’’ page 772) 








REINFORCED CONCRETE TIMBER 


SHED AT SPEKE, L.M.S.R. 


An interesting example of modern ferro-concrete shed design and construction 


General view of completed shed 


ECENTLY a reinforced concrete timber shed, of in- 
teresting design, having a patent type of roof, has 
been erected for the L.M.S.R. at Speke, near 

Liverpool. | The structure is an open shed, 348 ft. long 
by 110 ft. wide, with sidings on each side. The roof con- 
sists of eleven segmental bays, all of which, except the 
end ones, have a 31 ft. 6 in. span with a rise of 5 ft. 9 in. 
The total height of the shed from ground level to the 
underside of the crown of the arch is 26 ft. 6 in. The 
segmental arches are supported at each end and in the 
middle by curved rigid frames, there being only three 
rows of columns in the shed. The building is constructed 
on the Chisarc system, in which the slab is curved in 
one direction and supported on four sides. The curving 
of the slab gives additional stiffness and the resulting 
arch acts as a continuous beam over the three frames in 
addition to the slight arching effect between each valley 
beam. By this means it was possible to reduce the thick- 
ness of concrete required, and the arched roof or shell 
at Speke is only 3 in. thick, except where the thickness 
is increased to 44 in. over the centre frames. In the 
valleys the concrete is thickened up to a maximum depth 
of 12 in. and suitably reinforced to form V-shaped beam 
spanning between the frames. The two external bays are 
slightly different in design, the V-shaped beam being re- 
placed by rectangular edge beams. 


The reinforcement in the shell consists of five rows of 
small bars, generaily ;3, in. diameter. Near the valleys 
and the frames the diameter of the bars is increased and 
additional ones are provided. The bottom row of steel 
is laid along the arches and is continuous from end to 
end of the building; the bars in the second row are in- 
clined, following in general the lines of principal stress, 
while the third row runs across the arches normal to the 
first row. The fourth row follows the direction of 
the second row and the fifth row that of the first 
row. No special provision was made for temperature 
expansion or contraction, the shell being strong enough 
to take this up. 


Method of Construction 


The method of construction was quite normal and based 
on the operations being followed in a proper sequence. 
The foundations were all concreted first while the form- 
work for the frames and shell was being got ready. When 
these were delivered it was possible for five separate 
operations to proceed on five adjacent bays at the same 
time. These were: (1) erecting formwork; (2) fixing 
steelwork; (3) placing concrete; (4) concrete quring; and 
(5) striking formwork. Each operation was scheduled 
to be completed in a week. Four complete sets of shell 
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View showing interior of end bay 


formwork were provided to permit the proper sequence of 


operations. Ordinary Portland cement was used for the 
foundations. Considerable experiment was needed to find 
the right mixes for the beam and shell, those finally 
adopted being 1 : 2:4: 3-6 for the beams and columns, 
and 1: 3:3 for the shell. The concrete was transported 
by an ordinary wheelbarrow hoist, and wheeled to its 
final position. The shell formwork was allowed to remain 
in place for seven days, by which time the concrete in 
the adjoining bay was at least two days old. The top 
surface was watered three times a day for the first four 
days. As the shell was only 3 in. thick generaily, it 
was decided to waterproof the roof by covering it with 
two layers of felt stuck to one another and to the con- 
crete with hot mastic. The working drawings were pre- 
pared by Architectural Services, Limited, holders of the 


View of roof with reinforcement bars partly placed 


patent rights, and the work was carried out by Frank 
Hasiam Limited, under the supervision of the railway 
company’s Chief Engineer. 








U.S.A. Rolling Stock Industry 

Whilst there has been a revival in the locomotive trade 
in the United States during 1937, orders for rolling stock, 
both freight and passenger, have shown a tendency to fall 
below the figures for 1936. Contracts were entered into 
during August, for 39 locomotives, 1,490 freight 
vehicles, and one _ passenger coach; which, taken 
collectively, gave a decided superiority over the number 
and value of the orders placed during the preceding 
month. When compared with August, 1936, with its 3 
locomotives, 3,225 freight, and no_ passenger train 
vehicles, the corresponding month this year shows a de- 
cided increase on locomotive account, and an equally 
emphatic decrease in the purchase of freight vehicles, 
together with an insignificant rise in passenger train cat 
activity. However, the 8-month totals of 1937, 1.e. 270 
locomotives, 47,610 freight, and 471 passenger vehicles, 
are greatly in excess of the figures in those categories for 
the corresponding period of the preceding year, and in 
the case of passenger stock, of the total for the entire 
12 months of 1936. The 39 locomotives ordered in 
August of this year, all of which were placed with con- 
tract firms, exceed the number of units ordered in any 
other months of this year except January and April. 
They bring the total thus far to 270, which is more than 
twice the number of locomotives ordered during the corre- 
sponding eight months of 1936, and greater than the 12- 
month totals of 1931-1935 inclusive. Figures just to hand, 
however, show a considerable falling-off in the volume 
of locomotive orders placed during September, and a 
smaller but significant reduction in rolling stock orders 
as well. 
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NEW LOCOMOTIVES FOR PERU 


Built by the Hunslet Engine Co. Ltd., Leeds, 
for the 3-ft. gauge Trujillo Railway 


HE locomotive illustrated was recently built by the 
Hunslet Engine Co. Ltd., Leeds, to the order of 
the Peruvian Corporation Limited, for service on 

the 3-ft. gauge Trujillo Railway. The design has been 
specially evolved by the builders for the particular ser- 
vice required, namely the haulage of 400-ton train loads 
up inclines of 1 in 50 over considerable distances. 

The boiler is fitted with a round-top firebox, and the 
inside firebox is of steel and fitted with Flannery flexible 
stays in the breaking zone on both sides and ends. The 
latest type of superheater, supplied by the Superheater 
Co. Ltd. is used, fitted with multi-valve regulator and 
Sinuflo elements. The steam valves are arranged on a 
steam stand on top of the firebox, and controlled where 
necessary from the footplate. A master valve is pro- 
vided for isolating the fittings if required whilst the boiler 
is in steam. The locomotive is arranged for oil burn- 
ing, and the necessary cocks are mounted on a manifold 
fitted on the back of the firebox; this manifold receives 
superheated steam from the header, with control of the 
supply by a cock mounted on the smokebox. The engine 
frames are of the bar type, and Visco standard Alliance 
automatic couplers are fitted. 

The cylinders are placed outside the frames, and drive 
the third pair of coupled wheels; the crosshead working 
is of the suspended type, with parallel slide bars. The 
piston valves, located above the cylinders, are actuated 
by Walschert valve gearing. Sand pipes are applied to 
the front of the leading coupled, and behind the trailing 
coupled wheels. The following are the principal 
dimensions : — 

Cylinders, dia. uP oF iz .. 18} in. 

Piston stroke ‘i ina ea .. 24 in. 

Wheels, coupled, dia ae a = 3 ft. 8 in. 
ne leading truck, dia. ore Sie 2 ft. Zin. 

Boiler, heating surface : 

Tubes (large) .. = a ry 352 sq. ft. 
(small) .. ied ca i 832 
Firebox .. os he 4 - 110 








Total (evaporative) .. oa .. 1,208 
Superheater ai = ue - 200 


Combined heating surface — . ee 
Grate area a o4 7 a 2 
Boiler pressure... ay oo. .. 180 1b. persq. in. 

The tender is carried upon two 4-wheeled bogies with 
wheels 2 ft. 2 in. dia.; it has a capacity of 3,000 gallons 
of water, and 1,200 gallons of oil. In working order the 
engine weighs 53 tons 93 cwt., and of this, 47 tons 183 
cwt. are available for adhesion; the weight, evenly dis- 
tributed, gives a maximum axle load of 12 tons. The 
weight of the tender fully loaded is 35 tons 5 cwt., giving 
a total weight for engine and tender of 88 tons 14? cwt. 
The tractive effort, at 75 per cent. boiler pressure, is 
25,200 Ib., and the adhesion ratio 4-2. 

The locomotive has been built under the inspection of 
Messrs. Livesey & Henderson, Consulting Engineers, 
London. Engine and tender readily traverse the mini- 
mum curve of 100 m. radius. The equipment includes 
two Ross pop safety valves; top-feed clackbox fed by 
two Gresham & Craven No. 8 S.A. injectors; Everlast- 
ing type blow-off cock; one Klinger reflex pattern water 
gauge, and three Klinger pattern test cocks. A Wake- 
field Eureka sight-feed lubricator feeds the cylinders, 
and a bell is fixed on top of the boiler in addition to the 
chime whistie. This powerful 3-ft. gauge locomotive in- 
corporates both materials and workmanship of the highest 
class. 
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GAUGING AND MACHINING AXLEBOXES 


Important advantages of new 


methods of measurement for the 


laying-out and machining of locomotive axleboxes as practised 


in the Bellinzona workshops 


\ 4 { i 
. 
\ 


OX of the most important az 
operations in the overhaul 
of motive power units 
the reconditioning and accurate 
fitting of axleboxes, and in the 
case of locomotives with coupled 
axles, the use of precise methods 
of measurement for the deter- 
mination of machining dimen- 
justified by the im- 
portance of mounting the axles 
in exact conformity with the 
designer’s __ plans. Ordinary 
methods of laying-out, as gener 
ally used in preparation for 
machining axlebox guides and 
the openings for brasses and 
axlebox liners, have the disad- 
vantages of limited accuracy and 
an absence of direct measure- 
ments, resulting in a loss of time 
and a cost of rectifying irregu- 
larities which it is claimed are 
avoided by the more rational! 
procedure described below. 

The new method, des- 
cribed* by B. Gervasoni, fore- 
man at the Bellinzona workshops 
of the Swiss’ Federal Railways, ; 
the accompanying illustrations as applied to _pre- 
parations for machining the two frames of a 
Ce 6/8 1-C + C-1 locomotive. The frames are supported 
as in Fig. 1, and gauges representing the shafts a are 
fitted in the motor bearings. The same procedure is fol- 
lowed for the intermediate shaft, and the arrangement 
brought into exact conformity with the design. All sub- 
sequent measurements for the frame and the centre lines 
of the axles are referred to the intermediate shaft, which 


& 
~ 


is 


sions is 


as Fig. Frame of Ce 


is shown by 





Fixed-bar compass and standard measure for 
checking purposes 


Fig. 2 


corresponds, in this respect, to the cylinder axis of a steam 
locomotive. The position of the intermediate shaft having 
been accurately determined, its centre referred to the plane 
of the axles is marked at A, from which point the posi- 
tions of the axles are set out on each side of the frames, 
using a fixed-bar compass of the type illustrated in Fig. 2, 
the accuracy of which is checked periodically by a gradu- 


* Bulletin des C.F.F., February, 1937. 


of the Swiss Federal Railways 





tee 


exer 
Shits 25 aM 


6/8 1-C + C-1 locomotive with location 
and intermediate shafts 


gauges for the motor 


ated scale as shown. Having located the axle centres, the 
distances of the axlebox guides therefrom can be deter- 
mined directly and with the greatest precision, using an 
apparatus (Fig. 3) specially designed for the purpose 
The graduated scales M indicate the distances # and k 





Fig. 3—Instrument for measuring distances of axlebox 
guides from centre of axle 
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Fig. 4—Illustrating method of locating centre of journal 


and determining axial dimensions of brasses 


between the centre of the slide S and the fixed and adjust- 
able guides respectively. As a check, the sum of p and k 
should equal the distance between the guides. 

The procedure of determining the shaft centres and the 
measurements for machining the bronze axlebox guides is 
thus as follows: the motor frame having been mounted, 
as in Fig. 1, with the axlebox stays in place and the 
guides equalised, the motor and intermediate shaft gauges 
are fitted and the point A is located. Centring devices 
(Fig. 3) are fitted between all the axlebox guides, and, 
using fixed-bar compasses (Fig. 2) of appropriate span 
and starting always from point A, the slides S are 
adjusted, by the fine-pitch screws provided for the pur- 
pose, until their centres are in the correct positions of the 
axle centres. The distances p, k (Fig. 3) are then 
measured by the micrometer screws and scales M. 

The location of the centre of the length of each bearing, 
and the measurement of the distances thence to the inner 
and outer ends, are effected in similar manner. Referring 
to Fig. 4, a fixed-bar compass is used to locate, at the 
proper distance from the centre K of the axle, the centre 
S of a gauge placed on the axle journal. This gauge has 
a graduated spindle W carrying at each end micrometer 
screws and scales M similar to those of the apparatus 
shown in Fig. 3. By proceeding as before, this apparatus 
is used to measure the distances a, 1, Fig. 4, from the 
centre of the bearing to the shoulders of the journal, thus 
obtaining the requisite dimensions for machining the lateral 
faces of the brasses. 

In the Bellinzona shops, the machining of the axleboxes, 
guides and brasses is done by a Rorschach fixed milling 
machine (Fig. 5). Different clamps are used to suit the 
various sizes of axleboxes, for carrying and driving axles 
respectively, and the micrometer vertical adjustment of the 
milling machine table is used to obtain the dimensions a 
and « (Fig. 4) on the finished brasses. A special gauge has 
been designed which, by means of adjustments on the 
milling machine, enables allowance to be made for the 
wear and sharpening of the milling cutter. The axlebox is 
fixed rigidly on the table of the milling machine, and it is 
always possible to keep the table and the face miller in 
agreement with the exact distances required, all the dimen- 
sions needed for the machining of the axleboxes being read 
directly on the adjustments of the machine. 

A special apparatus is used for the rapid checking of the 
centring of the bearing and of the dimensions , k (Fig. 3). 
A gauge spans the outer faces of the axlebox, and slides 
in the gauge-jaws are adjusted by means of calibrated 
Screws until micrometers inside the bearing show equal 
readings. The apparatus having been thus centred, the 
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graduated scales of the outer slides permit the. determina- 
tion of the dimensions #, k, or rather their checking when 
the bronze liners are machined. é 

GAUGING AND 
AND NEW METHODS 


COMPARATIVE 
MACHINING 


TIME STUDY OF 
AXLEBOXES BY OLD 


Time per axlebox 
Operation 7 
Old New 
method method 


min, min. 

Determination of bearing axis : ae 5 2 
Measurement of axlebox guides in frame a2 40 3 
Measurement of journals, &c. ne ly 15 2 
Marking-out bronze axlebox liners and 

brasses F +" re a ms 30 
Machining brasse Ss : i a <P 100 
Machining axlebox line rs a aa 160 
Erection of axleboxes after planing 

fixing of liners oa na ai dx 180 


minutes .. ye wid 530 107 


Total, 


The accompanying table indicates the important saving 
of time effected by the new methods. From the results of 
experience, it appears that the cost of the special measur- 
ing equipment, and of the purchase and erection of the 
milling machine, is recovered within 12 months by the 
savings effected, if there is sufficient work to keep the 
equipment fully occupied. In the Bellinzona shops, the 
special milling machine is used 30 per cent. of the time on 
axleboxes and 70 per cent. of the time on other operations. 


Fig. 5—Milling machine (Type A.G. Rorschach) used in 
machining axleboxes and brasses by the methods described 
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Views on the Electrified Pilatus Railway, Switzerland 


Left: The ascent of the Eselwand, Pilatus Railway. The gradient here is approximately,] in 2 and the line is carried 

on girders projecting from the face of the rock wall. Right: Traverser gear at Alpnachstad terminus, Pilatus Railway. 

After discharging passengers, the cars are traversed from the right- to the left-hand track to make room for the nex! 
descending car, and similarly, in the reverse direction, when loading passengers for the ascent 
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RAILWAY 


PERSONAL 


William V. Wood, Vice-President, 
e and Service Departments, 
5.R., has been appointed to the 
tive Committee of the Decimal 
iation. This association, which 
ers amongst its members promi- 
industrialists and leading figures in 
section of the community, 
recently been carrying out 
vs in different branches of 

3ritish industry to determine 

the savings which could be 

effected by a decimal coinage 

and a metric system of weights 

and measures in Great Britain. 

Levine, a trustee of 

Great Indian Peninsular Rail- 

way Annuities, was on Octo- 

ber 28 elected a member of the 

Council of Foreign Bondholders 

in succession to the late Sir 

Arthur Worley. 


Mr. A. 


From The London Gazette of 
October 29: Territorial Army, 
Engineer & Railway Staff 
Ccrps: Col. Sir Herbert A. 
Walker, K.C.B., T.D. (Hon. 
Col., Supplementary Reserve), 
resigns his commission in the 
T.A. and retains his rank, with 
permission to wear the pre 
scribed uniform (October 30). 

Capt. G. B. Barton, M.Inst.- 
C.E. (late R.E.), to be Major 
(October 30). 


Mr. Robert P. W. Adeane, 
London Director of the Buenos 
Ayres & Pacific Railway, has 
returned to England after his 
business visit to Argentina. 


sy a Decree issued by the 
Argentine Ministry of Public 
Works, Mr. Thomas Shaw has 
been officially recognised as a 
legal representative of the 
Buenos Ayres Central Railway. 


Mr. Owen T. Wood, M_Inst.C.E., 
Telegraph and Signals Superintendent, 
Central Argentine Railway, returned 
from leave in Europe on October 2. 

Benton & Stone Limited, of Brace- 
Street, Birmingham, maker of 
Enots accessories and components, has 
recently presented a gold watch to Mr. 
Alfred Inman in recognition of 50 years’ 
continuous service. This is the tenth 
Watch given in similar circumstances. 


bridge 


Mr. Felix M. Warburg, a member of 
the banking firm of Kuhn Loeb & Co. 
and a Director of the Staten Island 
Rapid Transit Railway Company, died 
on October 20 in New York, at the age 
of 66. 
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Mr. Ernest Taylor, who, as recorded 
in our issue of October 29, retired on 
October 31 from the position of Chief 
Accountant, London Midland & Scot- 
tish Railway, entered Midland Railway 
service on March 1, 1893, in the 
Accountant’s Department. He served 
for a time more particularly in the 
Joint Lines section. On January 1, 


Mr. Ernest Taylor 
Chief Accountant, L.M.S.R., 
1930-37 


1920, he was appointed Chief Clerk to 
the Accountant, and on the formation 
of the L.M.S.R. became Chief Clerk 
to the Accountant-General. On Janu- 
ary 1, 1928, he was appointed Assistant 
to the Controller for Costs and Statis- 
tics. Mr. Taylor was promoted to Chief 
Accountant, L.M.S.R., in 1930. This 
year, for the third time in succession, 
he has held the office of Chairman of 
the Accountants’ Standing Committee 
of the Railway Clearing House. Mr. 
Taylor has been obliged to retire 
through ill-health, and the many 
friends who wish him well in his re- 
tirement will also hope for his speedy 
recovery. 


Consequent upon the grouping of all 


railways in Manchukuo and North 
Chosen under the Tetsudo Sokyoku as 


NEWS SECTION 


outlined on page 778 in our Overseas 
columns this week, the following ap- 
pointment took effect from Septem- 
ber 22. 
Heads of Departments 
Finance and Accounts: Mr. Kenkichi 
Ichikawa. 
Traffic: Mr. Kanji Usami. 
Operation: Mr. Itto Inoko. 
Civil Engineering: Mr. Hideji 
Nonaka, 
Mechanical Engineering: Mr. 
Soichi Nishikawa. 
Construction: Mr. 
Tanabe. 
Railway Police: Mr. 
Miura. 


Toshio 


Keiichi 


PRESENTATION TO Mr. A. W. 
Harty 
A presentation of an illumi- 
nated address, on behalf of the 
Locomotive Running Depart- 
ment of the Great Southern 
Railways, was made to Mr. 
A. W. Harty at a dinner and 
entertainment held in Jury’s 
Hotel, Dublin, on October 20. 
Mr. Harty has lately retired 
from the position of Chief 
Mechanical Engineer, Great 
Southern Railways; a present of 
Limerick lace was made to Mrs. 
Harty. Although several chief 
officers attended the presenta- 
tion, the subscriptions were 
made mainly by _ inspectors, 
drivers, firemen, and others. in 
the service, and were a testi- 
mony to the goodwill and 
esteem in which Mr. Harty was 
held. Many of the staff travelled 
from Cork and other distant 
depots to attend the dinner and 
presentation. Mr. Harty’s popu- 
larity was no doubt enhanced 
by the fact that through the 
medium of his duties he kept 
in such close touch with all his 
workers. During troubled times 
in Ireland he was conspicuous 
in his efforts, when in charge of the 
breakdown gangs, to maintain rail ser- 
vices when engines and bridges were 
damaged. He acted as Chairman to 
the Locomotive Conciliation Board for 
some years, and was a generous sub- 
scriber to various charities and sports 
cennected with the railway. 
INSTITUTION OF CIVIL ENGINEERS 
Among associate members transferred 
to full member in an announcement 
dated October 19 are:— 
Mr. J. A. S. Rolfe, Port Trust, Bom- 
bay, India. 
Mr. G. A. V. Russell, I.C.I. Metals 
Limited, Witton, Birmingham. 
We note with regret the death of 
Mr. Thomas Harry Gardner, Chairman 
and Joint Managing Director of L. 








794 


Gardner & Sons, internal-combustion 
engine builders, Peel Green, Salford. 


Mr. H. A. Carson, General Freight 
Agent and Mr. M. E. Barnes, Divi- 
sional Superintendent, have been ap- 
pointed General Manager and Assistant 
General Manager of the Central Ver 
mont Railway, by Mr. S. J. Hunger- 
ford, President. 


Mr. W. H. MHanscombe, whose 


appointment to succeed Mr. H. R. 
Cripps as Chief Assistant Solicitor to 


Photo.) 


Mr. W. H. Hanscombe 


Appointed Chief Assistant Solicitor, 
London & North Eastern Railway 


the London & North Eastern Railway 
Company was recorded in our issue of 
October 15, was educated at Charter- 
house School, Godalming, and articled 
to Mr. Arthur Rollit of the firm of 
Rollit & Sons, Solicitors, Hull and 
London. He was admitted Solicitor on 
July 3, 1899. From 1899 to 1907 Mr. 
Hanscombe was Managing Clerk to 
Messrs. Hawkins & Company, Solicitors 
of Hitchin, an old established firm with 
family connections with Sir Henry 
Hawkins, afterwards Lord Brampton, 
the well-known Criminal Judge. 
Appointed Assistant Solicitor to the 
Southampton County Council in 1908, 
he remained there until the end of 
1915. From 1916 to 1923 Mr. Hans- 
combe was Chief Assistant Solicitor to 
the late Mr. R. Hill Dawe, Solicitor to 
the Great Northern Railway Company, 
and on the formation of the L.N.E.R. 
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group in.the latter year was appointed 
Assistant Solicitor to Sir R. Francis 
Dunnell, Bart., K.C.B., Chief Legal 
Adviser to the London & North Eastern 
Railway Company. In 1926 the board 
of the L.N.E.R. appointed him Assis- 
tant Solicitor for General Matters, 
which post he has held until his present 
appointment as Chief Assistant Solici- 
tor to the London & North Eastern 
Railway. 

Mr. W. R. Mole, who, as recorded 
in our issue of October 15, succeeds 





Mannell Photo.]| 


Mr. Hanscombe as Assistant Solicitor 
to the London & North Eastern Rail- 
way Company, was educated at St. 
Bees and subsequently articled in the 
Westminster office of the late Mr. 
Lingard-Monk, Solicitor to the M.S. 
& L., the Cheshire Lines, and several 
smaller railways. He was admitted 
to the Roll of Solicitors in 1900, and 
in 1903 was appointed as the repre- 
sentative in London of the Solicitor 
to the Great Central Railway Com- 
pany. On transfer of that company’s 
head’ offices from Manchester’ to 
Marylebone, Mr. Mole continued as 
Assistant to the late Mr. Dixon Davies 
for Railway & Canal Commission and 
Common Law cases. In 1907 he was 
appointed Parliamentary Assistant, 
and from 1912 until the amalgamation 
in 1923 had charge of the parliamen- 
tary and rates and charges work, and 
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of general ditigation; he was sely 
concerned in most of the famous legal 
battles affecting the railways uring 
that period. Mr. Mole has served on 
various committees, including Sir 
Ralph Wedgwood’s Committee 01 the 
Railways Bill, and the Standard 


Terms & Conditions Committee He 
is Honorary Solicitor to the Society 
of Railway Rating Surveyors. From 


1923 until his present appointmen: Mr, 
Mole has been Assistant Solicitor (Com- 
mon Law) to the London & North 
Eastern Railway. 


[Mannell 


Mr. W. R. Mole 


Appointed Assistant Solicitor, 
London & North Eastern Railway 


It is with regret that we record the 
death on October 25, at the age of 84, 
of Mr. Andrew Williamson, Chairman 
of the English, Scottish, and Australian 
Bank. Mr. Williamson, who was a 
leading authority on Australian affairs, 
was a Director of the Midland Railway 
of Western Australia, and, until recently, 
Chairman of the London Board of 
the Mount Lyell Mining & Railway 
Company. 

INDIAN RAILWAY STAFF CHANGES 

Mr. R. Sephton, Chief Engineer, 
G.I.P.R., has been granted leave pre- 
paratory to retirement as from Septem- 
ber 11. 

Mr. Sephton was appointed to the 
G.I.P.R. in May, 1911, but in Septem- 
ber, 1914, joined the Army and saw 
active service in France and Russia; he 
returned to railway service early in 
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1920) Iwo years later he was ap- 
poi ed District Engineer, and, in 1926, 
was again promoted to be Engineer-in- 
Ch Bhore and Thull Ghats. In the 


following February, however, he was 
po as Superintending Engineer, 


Bx vay District & Works. In 1931 
Mr. Se phton became Deputy Chief 
Engineer and succeeded Mr. Wilson as 
Chief Engineer in May, 1933. 

Mr. H. M. Walker, Officiating Deputy 
Ch Mechanical Engineer, N.W.R., 
has been granted leave for 12} months 
as m September 30. 

Mr. D. S. M. Robertson’s leave prior 


to retirement, referred to in our issue 
of October 1, is now gazetted as dating 
from September 27, and its period as 


204 months. 





Mr. Frank Gilbert 


Secretary, Railways Staff Conference, 
1928-37 


Mr. Frank Gilbert, who, as announced 
in our issue of October 22, has been ap- 
pointed Chief Clerk in the Office of the 
Continental Assistant «to the Traffic 
Manager, Southern Railway, returns to 
that system after an absence of over 
nine years during which he has been 
Secretary to the Railways Staff Con- 
ference. The conference consists of the 
principal staff officers of the four main- 
line railway companies and conducts 
negotiations with the trade unions 
representing all sections of railway 
staff. Mr. Gilbert was Secretary, on 
behalf of the railway companies and 
of the trade unions, of the Railway 
Staff National Council; also of the 
Special Joint Committee on Machinery 
of Negotiation for Railway Staff. He 
was also Joint Secretary of the National 
Railway Shopmen’s Council, the 
National Railway Electrical Council, 
and the Railway Police Central Con- 
ference. Mr. Gilbert entered the ser- 
vice of the former London & South 
Western Railway in 1910, and had a 
general outside experience before join- 
ing Sir Herbert Walker’s staff in Janu- 
ary, 1914. He served overseas from 
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September, 1914, to April, 1919, and, 
on return to the railway service, he 
held positions in the Publicity, Con- 
tinental, and Staff sections of the 
General Manager’s Office. His appoint- 
ment to the office at 35, Parliament 
Street was made in June, 1928. 

We reproduce below a portrait of Mr. 
H. Aidley, who, as recorded, with a 
biographical notice, in THE RatLway 
GAZETTE of October 22, has succeeded 
Mr. Gilbert as Secretary to the Rail- 
ways Staff Conference. 

BRITISH ENGINEERS’ ASSOCIATION 

Lt.-Col. Lord Dudley Gordon, 
D.S.O., was unanimously re-elected 
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Mr. Clive Mansfield Turner has been 
appointed General Traffic Manager of 
Associated British & Irish Railways 
Inc., representing the four groups and 
the Great Southern Railways in the 
U.S.A., with headquarters in New 
York. Beginning his railway career in 
1900 in the Chief Goods Manager’s 
Office (Claims Section) of the former 
Midland Railway, -Mr. Turner was 
transferred two years later to the 
General Manager’s office of that com- 
pany, and remained there until he 
joined the Royal Engineers (Railway 
Troops) in March, 1916. Twice men- 
tioned in despatches and awarded two 
foreign decorations during the war, 
Mr. Turner attained the rank of Major 
and was in charge of railway working 





Mr. H. Aidley 


Appointed Secretary, Railways Staff 
Conference 


President of the British Engineers’ 
Association, for the ensuing year, at a 
meeting of the council of the associa- 
tion following the 25th annual ordinary 
general meeting held on October 14, at 
the Hotel Victoria, London. Lord 
Dudley Gordon is Chairman and 
Managing Director of J. & E. Hall 
Limited, Dartford, the well-known 
firm of manufacturers of refrigerating 
machinery. 

By a resolution of the council, the 
number of vice-presidents of the 
association was increased from three to 


five. Mr. J. Carter (Managing 
Director, Crossley Bros. Limited, 


Manchester), Mr. A. Vines, M.A., 
M.I.E.E. (Managing Director, Evershed 
& Vignoles Limited, London), and Mr. 
E. Bruce Ball (Managing Director, 
Glenfield & Kennedy Limited, Kil- 
marnock) were unanimously re-elected, 
and Major C. P. Napier Raikes (Over- 
seas Director, The British Oxygen Co. 
Ltd., London) and Mr. J. Maughfling 
(Director, John I. Thornycroft & Co. 
Ltd., London) were unanimously 
elected to fill the two remaining 
vacancies. 


Mr. C. M. Turner 


Appointed General Traffic Manager, Associated 
British & Irish Railways Inc., New York 


in Salonica and Bulgaria; for three 
months he was Assistant to the Military 
General Manager of the Greek J.S.C. 
Railway, and in 1919 became a mem- 
ber of the Inter-Allied Commission con- 
trolling the Greek railways. At the 
latter period Mr. Turner was also in 
charge of the British Railway Admini- 
stration in Salonica. For one year, 
from July, 1919, to June, 1920, Mr. 
Turner, now with the rank of Lieut.- 
Colonel, was Traflic Superintendent of 
the Anatolian Railway. He was then 
appointed General Manager of the sys- 
tem, and during his three years in that 
post, as a member of the Inter-Allied 
Commission controlling all Turkish 
railways, was Assistant Director of 
Railways. Mr. Turner returned to the 
L.M.S.R. in July, 1925, entering the 
Sheffield District Goods Manager’s 
office. In 1927 he was transferred to 
the Overseas and Continental Traffic 
Manager’s Office, London, remaining 
there until his present appointment. 
In 1935 Mr. Turner, in company with 
Mr. J. B. Elliot, Assistant Generai 
Manager of the Southern Railway, 
visited America and Canada on behalf 
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of t Associated British & Irish Rail- 


wat As a result of their report an 
organisation for the establishment of 
separate joint railway offices has been 
completed in Chicago and Los Angeles. 
G.W.R. APpPporInrtTMENTS 


The Great Western Railway 
announces the following  appoint- 
ments -— 

Ir. C. T. Sellars, Chief Clerk, Dis- 
trict Traffic Manager’s Office, Os- 
westry, to be Assistant District 
Traffic Manager, Oswestry, as from 
November 1. 

Mr. C. F. E. Harvey, Chief Clerk, 
District Traffic Manager’s Office, Ply 
mouth, to be Assistant and Chief 
Clerk, Divisional Superintendent’s 
Office, Exeter, as from October 18. 


DINNER TO Mr. GILBERT S. SZLUMPER 

fo mark the appointment of Mr. 
Gilbert S. Szlumper as General Manager 
of the Southern Railway, his principal 
officers entertained him to dinner in 
the Pinafore Room at the Savoy Hotel 
on Friday, October 29. Mr. William 
Bishop, Solicitor, presided and proposed 
the health of the new General Manager 
in an amusing speech in which he said 
he had known Mr. Szlumper pretty 
well all his life and that he had always 
referred to him as ‘‘ Gilbert,’ and 
proposed to continue doing so. Mr. 


Bishop said that the new General 
Manager was following a great and 
well-loved chief in Sir Herbert Walker, 


and felt sure that he would both deserve 
and receive the confidence and support 
of every one on the Southern Railway. 
Mr. Szlumper, responding, said that 
he was very conscious of the honour the 
directors had done him in appointing 
him to follow Sir Herbert Walker, and 
he would not have cared to have done 
so unless he had known that he would 
have the goodwill and backing of all of 
his colleagues. He felt very proud to 
be at the head of the Southern Railway 
team, and thanked them very sincerely 
for the kind thought that prompted 
the evening’s entertainment. Among 


those present were : 

Messrs. J. B. Elliot, E. F. E. Livesey, O. 
Cromwell, C. Grasemann, W. G. Pape, Major 
1. F. S. Dawes; Messrs. E. J. Missenden, 
kk. M. T. Richards, H. E. O. Wheeler, W. M. 
Perts, C. Cooper, R. G. Davidson, A. Howie, 
A. E. Moore, W. J. Sawkins, G. Ellson ; Lieut. 


( G. L. Hall; Messrs. C. A. G, Linton, H. 
Jones, A. Raworth, O. Bulleid, G. H. Pearson, 
E. A. W. Turbett, J. Clayton, A. Cobb, R. P. 
Biddle, Col. C. Francis; Messrs. A. Endicott, 
5. E. Hitchcock, Lieut.-Col. H. C. Prescott ; 
Mr. E, T. Stanley. 


PRESENTATION TO MR. S. DERRY 

Mr. S. Derry, who as recorded in 
our issue of September 3 recently re- 
tired from the service of the Southern 
Railway Company, received a presen- 
tation from his colleagues on October 
29 Mr. Derry had completed 44 
years of railway service and in 1936- 
37 was Assistant to the Traffic Manager 
for Development and Statistics. The 
Traffic Manager, Mr. E. J. Missenden, 
made the presentation at a_ large 
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gathering, including the Assistant 
General Manager, Mr. J. B. Elliott, 


and representatives from Headquarters 
and divisional offices of the Traffic and 
other departments who had been asso- 
ciated with Mr. Derry. Reference 
was made to Mr. Derry’s unfailing 
good spirits, and the happy relations 
that he had established with the im- 
portant trading interests having busi- 
ness with the Southern Railway. 





Mr. F. A. Howard, who has_ been 


appointed Chief Draughtsman, Loco- 
motive Carriage and Wagon Depart- 


ment, H.E.H. The Nizam’s State Rail- 
way, has had a varied experience of 
rolling stock design and construction 
both in this country and abroad. He 
entered the shops of the Gloucester 
Railway Carriage & Wagon Co. Ltd. 
as an apprentice in 1913. His early 
training was interrupted by the war, 
and during the _ period 1914-1919, 


797 
he saw service, first with the Royal 
Artillery and later with the Royal 


Flying Corps. In 1923 he joined the 
staff of the Central Argentine Railway, 
and was employed in the Technical 
Office, Carriage and Wagon Depart- 
ment, Rosario, until 1928, when he 
returned to England to take up an 
appointment in the Head Production 
Drawing Office of the Metropolitan 
Carriage & Wagon Co. Ltd. at Saltley, 
Birmingham. In 1930 Mr. Howard 
joined the Diesel Traction Depart- 
ment of Sir W. G._ Armstrong, 
Whitworth & Co. (Engineers) Ltd., 
being employed first in London and 
later at the Newcastle offices. In 1936 
he was employed on the staff of the 
Birmingham Railway Carriage & Wagon 
Co. Ltd., and later in the same year 
entered the Railway Section at the 
Westminster offices of Messrs. Rendel, 
Palmer & Tritton, Consulting Engineers 
to the Indian State and other railways. 








The Russian Railway Centenary 


In connection with the completion of 
100 years of steam railway operation 
in Russia, an exhibition entitled ‘‘ 100 
Years of Russian Railways’’ was 
opened last month in the Leningrad 
Industrial and Transport Institute, at 
which the exhibits show the develop- 
ment of railways in what are now the 
territories of the U.S.S.R. Published 
statements on the first Russian railway 
have often been inaccurate—due partly 
to miscouception regarding the many 
stages in the completion of the line, 
ind partly to differences between the 
Russian and Western calendars—and 
the following notes have therefore been 
compiled with some care on the basis 
of contemporary evidence. 

Great Britain was intimately 
ciated with the introduction of the rail- 
way to Russia (as indeed into most 
European countries), and the first stage 
seems to have been a visit to England 
of the Grand Duke Nicholas (afterwards 
Tsar) in 1816. He viewed the Middle- 
ton colliery railway at Leeds and saw 
one of Matthew Murray’s locomotives 
haul a train of thirty loaded coal 
wagons at a speed of 34 m.p.h. on John 
Blenkinsop’s rack rail. A model engine 
was afterwards sent to Russia by the 
makers (Fenton, Murray & Wood of 


asso 


Leeds), according to a letter from 
Matthew Murray to Simon Goodrich 
dated November 21, 1824, which is 
preserved in the Science Museum, 
London. 


Some years elapsed before a public 
railway on Russian soil was promoted, 
but, when Franz Anton Ritter von 
Gerstner, the famous Austrian (or 
Czech*) engineer visited Russia in 1834 
to inspect some mines, he found Tsar 
Nicholas I ready to grant him a rail- 
wav concession. Von Gerstner’s scheme 
was for a line from Petersburg to 
Pavlovsk, and (according to the con- 





* He was born at Prague on May 11, 1793 


temporary German press) the Tsar’s 
approval was given in January, 1836. 
The formal concession forming the 
Petersburg & Pavlovsk Railway Com 
pany was granted on March 21, 1836. 

The Austrian selected 6 ft. as a 
gauge, and began the work in April, 
but British participation soon followed, 
for the Petersburg Gazetie announced 
in June that all the rails had been 
contracted for in England. By Sep 
tember, Robert Stephenson & Com- 
pany had shipped a locomotive for 
the line, which, on trial, was stated 
to have run at 653 m.p.h. Timothy 
Hackworth also built an engine for 
this railway, which was credited with 
72 m.p.h. Eventually all the rails 
(65 lb. per yd.), locomotives, turn- 
tables, carriages and wagons’ were 
secured in this country and imported 
into Russia duty free. An agent— 
Christopher Kreeft—was appointed, 
with offices in London. Part of the 
line, from Pavlovsk to Tsarskoe Selo, 
was opened to traffic (with horse trac- 
tion) on October 9, 1836; locomotives 
publicly introduced in the 
presence of the Imperial family on 
November 22 but seem to have been 
used only when over 40 passengers 
were to be carried. 

The railway was completed through- 
Petersburg and formally in- 
October 30, 1837 
or November 12 


were 


out to 
augurated on 
(Russian calendar), 
(new style). Even then, it appears 
that steam traction was confined to 
Sundays and holidays, and it was not 
until April 17, 1838, that locomotives 
were used daily. Hence the centenary 
is to be celebrated on April 17 next 
by the People’s Commissariat of Ways 


of Communication of the U.S.S.R. 
Under Soviet government Tsarskoe 
Selo became Detskoye Selo, and in 


February last was renamed Pushkin 
in honour of the Russian poet. 
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Indian Railway Conference Association 


Sir Maurice Brayshay’s Presidential Address: The Wedgwood Report 


Sir Maurice Brayshay, Agent of the 
Bombay, Baroda & Central India 
Railway, who, as announced in our 
issue of April 2 last, had been elected 
President of the Indian Railway 
Conference Association for the year 
1937-38, gave his presidential address 
to the conference at the opening of 
its annual session at Simla on Octo- 
ber 16. Referring to the reeommenda- 
tions of the Wedgwood Committee, he 
felt that, at the moment, it would be 
out of place to comment in detail on 
the report. He considered, however, 
that it was desirable to examine some 
of the points of general interest, par- 
ticularly those that referred to the 
current work of the association. The 
President expressed his appreciation of 
the keen insight of Sir Ralph Wedg- 
wood and his colleagues into Indian 
railway problems and of their kindly 
consideration and advice. 


The Need for Financial Caution 


Particular interest was attached to 
the committee’s comparison of charges 
made on Indian railways with those 
made im other countries. The low 
scale of charges on Indian railways, 
maintained with an operating ratio 
which compared favourably with other 
systems and a financial solvency con- 
idered over a cycle of years, showed 
that the Indian railways could claim 
to have been reasonably successful in 
providing the country with a cheap 
transport suitable to its long dis 
tances and special needs. The com- 
mittee examined the general financial 
position of the Indian railways for a 
period of 12 years from 1924-25, when 
the present financial convention came 
into torce, up to 1935-36. The results 
for this period as a whole showed 
surplus averaging rather less than Rs 
| crore per annum. A surplus of over 
a crore was obtained in 1936-37 and 
the earnings during the first half of 
the current year recorded an improve 
ment of about Rs 8 crores over the 
previous year. Although a good deal 
of the increased traffic during the 
current year might be attributed to a 
genuine and stable improvement, Sir 
Maurice thought that much of it was 
due to conditions—such as the re 
irmament 


programmes of various 
countries—which could not be con 
sidered _ stable. Moreover, railway 
expenditure would undoubtedly be in 
creased by the higher prices of 
most materials and stores. He there- 
fore suggested that in assessing the 
true position it would be prudent to 
allow some discount for the unstable 
factors. 


Urging the necessity of building up 
an adequate reserve in good years to 
cover the deficit of lean years, the 
President pointed out that only a sum 
of Rs 19 crores was put to reserve out 


of the surplus of Rs 32 crores earned 
in six years from 1924-25. This re- 
serve was wholly inadequate to meet 
the deficit of Rs 41 crores in the 
following six years. The position at 
one time was such that the possibility 
of a general increase in rates and fares 
had to be seriously considered. Such 
a course would have been a desperate 
and doubtful remedy, as it would have 
imposed a burden on traffic at a time 
when it was least able to bear it. 


Rolling Stock 

[Phe Wedgwood Committee’s con- 
clusion that the railways were over- 
stocked was based on a comparison 
of the statistics of rolling stock utilisa- 
tion for 1929-30, when gross earnings 
amounted to Rs 102-7 crores, with 
those for 1935-36, when gross earnings 
were Rs 90-6 crores. If the present 
improvement was maintained, the 
earnings for the current year would 
ipproach the figure for 1929-30 and 
the traffic handled would exceed the 
tratfic in 1935-36 by over 10 per cent. 
To the best of the President’s know- 
ledge, there were no surplus wagons 
during the period of exceptionally 
heavy traffic early in 1937, and at the 
present time some difficulty was being 
experienced in_ collecting — sufficient 
coaching stock to deal with mela and 
special traffic early next year. Sir 
Maurice suggested that if the com 
mittee had had data of this increase 
in traffic, its conclusion would have 
been modified. It was possible that 
greater use might be secured by a 
quicker turn-round of stock in repair 
shops and in traffic, but it would be 


necessary to set the cost of securing 
this improved turn-round against the 
benefits to be obtained. Such an 
examination would take time. In the 


meantime, he suggested caution in any 
curtailment of available stock, and 
particularly wagon stock. In this 
connection he referred to a weakness 
in the present procedure under which 
some three years elapse between the 
time a demand for stock was formu- 
lated by the operating department and 
the time it was put on the line. For 
example, demands for provision in the 
financial year 1939-40 had to be sub- 
mitted by the departments in Decem- 
ber, 1937, but the stock would be 
available only for the busy season 
beginning in December, 1940. 

Sir Maurice picked out for special 
comment one of the many interesting 
suggestions made by the committee in 
regard to administrative and technical 
matters. This was the recommenda- 
tion for the use of welding in strength- 
ening and prolonging the useful life of 
old girders. He stated cases that had 
come to his notice lately indicating pos- 
sibilities of quite large financial import. 
For example, girders on a subsidiary 
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line, unequal to present loads, were 
programmed for renewal at a cost of 
Rs 10 lakhs; it was found possible to 
strengthen them by welding at a cost 
of less than Rs 1 lakh to give further 
service for 20 years. 


Goods Tariffs 


An important item on the agenda of 
the conference was the simplification of 
the goods tariffs; in this connection the 
Railwav Board wished to obtain the 
views of the conference on several 
points raised in the Wedgwood report 
The President stated that the efforts 
of the conference were at present 
directed to securing improvement and 
simplification by assimilation of sche- 
dules by neighbouring railways and 
elimination of unnecessary exceptions 
dead rates, anomalies, &c. It was for 
consideration what further action was 
called for. Much of the complexity in 
the voluminous goods tariffs was due 
to the essential requirements that the 
rate structure must be sufficiently com 
prehensive to cover the great diversity 
of conditions in so large a country as 
India, and must be sufficiently elastic 
to permit of ready adjustment to meet 
changes in these conditions. In the 
President’s opinion, the maintenanc« of 
these essential requirements was a 
finite bar to any large measure of sim 
plification which would require a more 
rigid uniformity in rating. It was sig- 
nificant that an improvement already 
effected, and commended by the Wedg 
wood Committee, provided an increase 
and not a decrease in the number of 
classes. Recommending the pursuance 
of the present policy of examination 
by groups of railways, Sir Mauric e sug: 
sested that close and systematic co 
operation between the commercial cde 
partments of railways should be en 
couraged with a view to the extension 
of such examination. At the same 
time, the railways should seek the sym- 
pathy and co-operation of their cus 
tomers by consulting them and explain- 
ing to them what the railways were 
doing. From his own experience, he be 
lieved that close contact with commer 
cial bodies had been definitely success- 
ful in improving mutual understanding 
as between the buver and the seller of 
transport. 


t 


Rail and Road Problems 

The Railway Inquiry Committee had 
devoted a large part of its report to 
the road-rail problem which was also 
dealt with at length by Mr. Colan in 
his presidential speech last year. There 
remained little new for Sir Maurice 
Brayshay to add. The present position 
was that it was generally accepted that 
regulation of road transport was neces- 
sary; legislation to this end had been 
under contemplation for some time, 
but progress was slow. However, there 
still remained an impression in some 
quarters that railways were expensive 
and that the object of the proposed 
legislation was to support an obsolete 
and uneconomic form of transport. 
That Indian railways were not expen 
sive was shown in the comparison given 
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in the Wedgwood Report of charges on 
Indian railways with those on other 
railways in the world. In 1935-36, the 
average charge per ton-mile of mer 
chandise was less than _ half-an-anna 

bout $d.) on a total of over 100 mil- 
lion tons carried an average distance 
of 185 miles and the average charge 
er passenger mile (third class) was 
hree pies (}d.) for an aggregate of 
473 million passengers carried an 
iverage distance of 35 miles. On 

onomic grounds, long-distance trans- 
port was clearly the sphere of the 
railway. Outside the sphere in which 
the railways could provide an economic 
ind adequate service, there was un- 
doubtedly a great field for the develop- 
ment of road transport. Referring to 
the uneconomic competition of the 
lorry for long-distance traffic of higher- 
rated commodities, which, as Mr. Colan 
pointed out last year, threatened to 
force upon the railways a drastic modi- 
fication of their rating policy, Sir 
Maurice mentioned that the remedy of 
licensing by zones proposed by the 
Wedgwood Committee was open to a 
difficulty as to some criterion for de- 
fining the limits of the zones. He sug 
gested that the correct course would be 
to allot to the railways the traffic they 
would hold on the basis of their aver 
age charge on all commodities. 

The President next referred to the 
necessity for the merchants to co 
operate with the railway authorities to 
eradicate dishonesty among the ail- 
Public co-operation would 
railways to provide 
many travel amenities which now 
offered considerable difficulty on 
account of widely varying standards 
umong the people. Sir Maurice con- 
cluded his speech by referring to the 
modest beginning that had been made 
under the auspices of the conference to 
conduct active propaganda in regard to 
railway information. 


way staff. 
also enable the 








\ RGENTINE RAILWAY STRIKES 
SpREAD.—Employees of the _ British- 
owned Entre Rios and Argentine North- 
Eastern Railways began on October 28 
a series of ‘‘ stop-go-stop”’ strikes to 
press for restoration of wage cuts. 
They have announced that they will 
stop work for an hour in the morning 
and again for an hour in the afternoon. 

\ strike of this type on the British- 
owned Cordoba Central Railway, 
persisted for over a fortnight, despite 
the Government’s threat to the manage- 
ment, made recently, that penalties 
vould be enforced unless normal services 
were quickly restored. The strike has 
now been called off, the Argentine 
Government agreeing on November 2, 
to take over the services on a one 
vear agreement with the company, 
and to restore the cuts. It will be re- 
membered that on October 25 a dele- 
vation of employees of the Cordoba 
Central Railway informed Dr. Alvarado 
that their strike would continue until 
either the Government decided to buy 
the railway or the company restored the 
cuts. 
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Fast Goods Train Running on the L.N.E.R. 


(See illustration on page 796 and editorial note on page 770) 


The present-day schedules of many 
express goods trains in this country 
demand a quality of locomotive per- 
formance very little inferior to that of 
express passenger trains running over 
the same route. A recent run of the 
3.35 p.m. Scotch express goods from 
London illustrates the standard re- 
quired on the fastest L.N.E.R. services. 
From King’s Cross (Goods) the load 
consisted of 41 wagons and a 20-ton 
brake van, a gross weight of about 550 
tons behind the tender. As far as 
Peterborough engine No. 4771 Green 
Arrow was used, of the 2-6-2 type, 
specially designed for this class of duty. 
Before the main line was joined, at 
Copenhagen junction, the regulator was 
fully open, and on 40 per cent. cut-off 
the train was accelerated to 26 m.p.h. 
on a rising gradient of 1 in 105. By 
Finsbury Park the cut-off had been re- 
duced to 18 per cent., and there it re- 
mained for practically the whole 
journey, including the 73-mile rise at 
1 in 200 from Wood Green to Potters 
Bar; this was mounted at an average 
speed of 36 m.p.h., and with the regu- 
Jator full open the steam chest pressure 
was 190 lb. per sq. in., only 5 Ib. per 
sq. in. below the boiler pressure. Hat- 
field was passed at 63 m.p.h. and after 
passing Welwyn North, 21-4 miles out 
in 343 minutes, the train was turned on 
to the slow line at Woolmer Green in 
order to allow the Coronation and the 
4 p.m. Yorkshire express to pass. After 
a stop of 13 min. at Hitchin South box, 
there came a smart run to Sandy, where 
traffic is picked up. The 12-2 miles 
from Hitchin station, passed very 
slowly, were covered in 16 min. 35 sec. 
with a maximum speed of 62 m.p.h. 
at Biggleswade. Five more wagons 
were now added, bringing the gross 
load behind the tender up to 610 tons. 
In two miles from the start cut-off was 
reduced gradually to 18 per cent., and 
with full reguiator used only on the 
uphill sections, the 32-3 miles from 
Sandy to passing slowly through Peter- 
borough station were covered in 38 min. 
40 sec.; 125 lb. per sq. in. in the steam 
chest sufficed to produce 61 m.p.h. on 
the 1 in 200-579 descent from St. Neot’s 
to Offord, and full regulator from Hunt 
ingdon took the train up the 3}-mile 
bank at 1 in 200 that follows at a mini 
mum of 46 m.p.h. The highest speed 
of the journey (66 m.p.h.) was attained 
at the foot of Abbots Ripton bank (43 
miles at 1 in 200), with no more than 
75 lb. per sq. in. in the steam chest, 
and the 25-1 miles from Tempsford to 
Yaxley were covered at an average of 
54-5 m.p.h. Westwood sidings (Peter- 
borough), 76:4 miles from the start, 
were reached at 5.54 p.m., in a total 
running time of 115 min. Driver E. 
Hart and Fireman G. W. Cook, of 
King’s Cross shed, were responsible for 
this run. 

On the succeeding section, to York, 


no side-tracking is necessary; the train 
follows the Silver Jubilee, and the 111} 
miles from Westwood to Severus junc- 
tion are run non-stop at a booked aver- 
age of 444 m.p.h. On this run a Class 
K3 2-6-0 was provided, No. 2450, 
manned by Driver A. Sallins and Fire- 
man F. Truss of New England. The 
2-6-0 required to be worked harder than 
the more powerful 2-6-2; 20 per cent. 
cut-off and full regulator was the 
general rule on level stretches, and here 
again there was rarely more than 5 Ib. 
per sq. in. difference between the boiler 
and steam chest pressure. On the level 
out of Peterborough 52 m.p.h. was 
attained before tackling the ascent to 
Stoke, on which cut-off was advanced 
little by little to 28 per cent. With 
170-172 lb. per sq. in. in the steam 
chest throughout the climb, even on 
the final 3 miles at 1 in 178, speed did 
not fall below 41 m.p.h.—a good per- 
formance with a 610-ton load. The 20-6 
miles from Werrington junction to 
Stoke summit took 27? minutes. For 
the downhill section to Newark 15 per 
cent. cut-off was used, and with a 
steam chest pressure of 120 1b. per sq. 
in. a maximum of 65 m.p.h. was 
attained. Exactly 45 miles were 
covered in the first hour from Peter- 
borough, but a succession of signal de- 
lays in the neighbourhood of Retford 
caused a loss of 63 min., 2 min. of 
which were regained by fast running 
on the level stretches north of Don- 
caster. With full regulator and 20 per 
cent. cut-off a maximum of 56 m.p.h. 
was attained on dead level road, the 
18-4 miles from Doncaster to Selby 
being covered in 22 min.; after regain- 
ing speed from the 30 m.p.h. slack 
through Selby, 22 per cent. cut-off was 
used for the slightly adverse conclud- 
ing stretch to York, which, with a 
cautious finish, was reached in 153} 
min. from Peterborough, the last 2-7 
miles from Chaloner’s Whin junction 
tc Severus junction taking 6} min. 
Net time for the run of 111-8 miles was 
147 min., involving an average of 45-7 
m.p.h. 








IMPROVEMENTS AT GRANTHAM Pas- 
SENGER STATION.—The L.N.E.R. an- 
nounces that it has decided to carry 
out important platform improvements 
at Grantham passenger station, a calling 
place for the principal Anglo-Scottish 
expresses. The present down platform, 
though already 800 ft. in length, is too 
short to accommodate the increasing 
length of the main line expresses, and 
the L.N.E.R. proposes to extend its 
length by 150 ft., making it one of the 
longest island platforms in the country. 
At present the platform is rather low, 
particularly at the north end of the 
station, and it has been decided that 
the height of the platform for the whole 
of its length shall be raised to the 
standard height of 3 ft. 
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MINISTRY OF TRANSPORT ACCIDENT REPORT 


Wick Lane Crossing, Wickford; L.N.E.R.: June 12, 1937 


At about 11.0 p.m. on a fine, clear, 
dark night the 10.40 p.m. special ex- 
cursion, Southend to Liverpool Street, 
drawn by 4-4-0 engine No. 8791, struck 
1 motorear at about 65 m.p.h. and 
Mr. S. A. Stedman, the sole occupant 





of the ir, was killed The train 
stopped at Wickford, some 1,200 yd 
vyond but th el ! being but 
slightly damaged, Driver J. A. Clark, 
who saw little of the car, continued 


1 his journey 
Major G. R. S. Wilson conducted the 
inquiry The crossing provides the 


oni p ticable access to the public 

ids for scattered houses and farms 
south of the lin The Act for the 
line in 1883 did not authorise it as a 
public crossing, and a conveyance of 


1887, when the railway purchased the 


site, expressly described it as an accon 
modation work In 1898 the lane was 
described as being owned by the rural 


listrict council and occupied by it and 


the railway company It does not ap 
| l vn 1 vate eper was first ip 
pointed, but a gatehouse is known to 
have existed prior to 1S9S A gat 
kee pe s now constantly in attendan 


[The road runs due north and south 


the railway north-west to south-east 


[he latter is straight on both sides, but 





gradient summit limits visibility of 
ipproaching up trains to 450 yd rh 
road northwards ts in cutting and there 
no view either way from a motor 
hicle on that side until it is pra 
t lly on th sil Che line is in 
allow cutting, with the gatekeeper’s 
ottage on top, north-west of the 
cI ng w ud sounding bell in the 
h on the b! circuit and omnibus 
elephone te idjacent ignal boxes 
; Wickford Junction and Fanton 
bl post r Rayleigh when Fanton 
losed Fanton was open when th 
l 1 happ G 
Wickford Junction up distant is 12 yd 
st of t crossing, with fog hut 18 yd 
turthnetr Fanton down distant is 52 
east Ch egular gatekeeper 
M. G. Grimes porter at Wickford 
f 1 6.0 all t 2.0 p.i cupying 
the tehous With h w ite was on 
leave, and carriage cleaners O. S. Moss 
ind A. G. James we doing their 
vor} lr} latter’s t of duty was 
7.0 | to 7.0 a ind he had 
tationed himself in the fog hut, which 
60 vad in ( t line from th 
I ell 
I mer esp liv rail traffic i 
arativel \ th were 66 
dow! ind 63 up trains n June 12 
Speeds up to 70 m.p.h. are reached by 
ome trains Phe minimum normal in 
rval for a train to pass iter 1S 
line clear? is heard is 3 min., and 
t maximum 6 min After ‘‘ train 
entering section ’’ sounds, the mini 
mum is less than a minute, the maxi 
mum 2 min Instructions in the gate 


house porch prohibit opening the gates 








after ‘‘ train entering section’’ is 
heard ‘‘ or unless the gatekeeper is 
itisfied it is safe to do so ’’; some dis- 
cretion is thus permitted rhe train 
concerned was not in the ordinary 
working timetable, but was in a pink 
general notice of May 11, giving stan 
dard special excursion timings from 
May 16 to July 4, and was notified in 
1 weekly white noti of June 3 as 
inning on June 12 


James had first taken relief duty at 
t] crossing in January, 1937, when, 
he said, the stationmaster told him to 
ep the gates locked and allow a car 


over only if the line was clear, asking 
him if he was able to answer the 
telephone ”’ but saying nothing 
further James appeared somewhat 
onfused about bell code sequence, but 
knew that two beats meant a train was 


liable to pass within 45 sec He never 


opened the gates after hearing is line 
clear? ’’ but was not in the habit of 
making inquiries by telephone. He 


had, however, on his own initiative, 


written down passing times of non- 
stop trains as a reminder He knew 
of the special notices but had neither, 


He told 

ompany’s officers that when the 
11 hooted on the north side he went 
nd Op ned the south gate, saw both 
distant signal lights orange as_ he 

sed over, then opened the north 
Mir. Stedman repeatedly hooted. 
He heard 2 beats as he opened the 
north gat nd saw Wickford distant 


change from orange to green.’’ The 


ind had not asked for them. 


began to move and he shouted but 


it continued on and was struck He 
missed hearing is line clear? ’’ and 

id the continuous hooting was res 
ponsibl Actually he could not see 
his signal’s front light from the cross 


I \ » of Grimes, the regular 
in. showed he pla ed more reliance 
on the telephone than on hearing the 
bell Traffic was frequent and it was 
ipossible to know whether the bell 
was for an up or down train; it might 


he difficult to hear the bell from the 
hut with much wind. Grimes said he 


handed the working timetable, with 


pink tice inside, to the day relief 
Moss, on June 7, but he had no white 
noti [his was ready at the station, 
id his duty was to take it to the 
rossing, but he had not done so, as 
would not be there the week it 
ipplied Moss had not been a gate 


keeper before, but said he received no 
instructions from the stationmaster. 
He denied seeing any pink notice. He 
relied on the bell and observation of 
the line and signals 

W. |. Ablitt, stationmaster, said he 
isked James if he had confidence that 
he knew bell signals, and told him 
there was a telephone to adjacent 
boxes. He gave no further instruc- 
tions, but felt that James was com- 
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petent. He thought the telephon 
more reliable than bell signals 
ascertaining the position of trains 
learning there was no white noti 
the crossing he sent one down. 

Evidence was given that persons 
kept waiting at times up to 20 
for the gates to be opened. 


Inspecting Officer’s Conclusi: 

James opened the gates’ wit 
satisfying himself beyond reaso1 
doubt that it was safe. His evid 
was contradictory, and Major W 
considers it generally unreliable, ex 
his admission of missing the ‘‘ Is 
clear? ’’ signal; whether that 
drowned by the hooting is difficul 
say. It is possible he may have f 


to hear ‘‘ Train entering = sectio 


also, and that the sound of the t 
prompted him to attempt to stop 
car. With no block indicators ther 


always the possibility of bell sig: 


being missed, but the telephone 
there to guard against it; Jam 
failure to appreciate this was 
primary cause of the accident. Alre 
found slow at shunting duties, he 
not the man from whom to ex] 


Was 


for 
On 
at 


the mental alertness and responsibility 


required to attend, at any rate with 
previous careful instruction, to a cri 
interlocking safeguar 


ing without 


with fast, frequent _ traffic. 


stationmaster is not free from respon 


bility He failed to point out the 
portance of the telephone and 


instruct and supervise as he should 


have done 


Had James, who added 
his difficulties by unnecessarily static 


ing himself in the fog hut, possess 
the special notices, the accident mig 


lave been avoide d 
» Driver Clarl 


No blame attach 


Remarks and Recommendations 


As with many crossings over min 


public roads on the L.N.E.R., 


present equipment is old-fashioned | 


ut 


can be regarded as adequate in spit 


of the frequent traffic, under exist 


conditions of road user, provided du 
care is taken in the selection and trait 


ing of the gatekeeper, whose respons 


bility is the greater in the absence 


ol 


interlocking ‘safeguards. The compar 
tive rarity of accident at such crossing 


sug 
ally taken, and that the competenc« 
gatekeepers is a whole cannot 
‘(yuestioned 


ssests that care in selection is genet 


of 


b 


After accidents elsewhere on January 


94. 1935, and November 15, 1936, 


} 
it 


company was recommended to under 
take a survey of all crossings wher 


the gate equipment is old-fashioned 


with a view to gradual modernisation 
The Shenfield—Southend line is shortly 


to have colour-light signalling. It 


proposed to retain the gatekeeper 
Wick Lane, and the telephone, and 


is 


al 


to 


provide a loud-sounding trembling bell 


operated by track circuit. 


Increased 


user is likely to follow local develop 


ment, and as risk is proportional 


user at such crossings the possibility 


derailment must not be overlooked. 


to 
ot 
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| re-signalling appears to afford a 
le opportunity for material im 
rent, and apparatus is recom- 
| to enable the gatekeeper to 
ol the signals on each side to danger 
bet he can open the gates, as at 
Marcaretting crossing between Shenfield 
helmsford. It may. be desirable 
attention of staff to the 
tance of being 
d at all times with information 
the running of trains which are 
not included in the ordinary working 


w th 


cre ssingkeepers 


til le This accident has also 
sh that the momentary warning 


by the bell in the block circuit 

infallible, and the regular gate 

stressed the importance of the 

The company should con 
other crossings with bell 

having regard to 

circumstances, a telephone to 
nt signal should be _ pro- 
or indicators in the block circuit. 
instructions at Wick Lane would 

b proved by information as to the 

1um times which may elapse be 

the bell signals and the arrival 

train The prohibition against 

ng the gates after train enter 

has been received should 

ide absolute, except perhaps for 

train when Fanton is switched 

vith the longer section discretion 

reasonably be allowed, depending 
class of train. 

Delay experienced by residents in 
ing the gatekeeper’s attention, 
ially at night, had led to com 
ts from regular users of the cross- 
Tt is recommended to provide a 
n the cottage, operated from both 


sid] this at 


ind whether, 


boxes 





ction 








Extension of Teleprinter 
Apparatus, L.N.E.R. 


e L.N.E.R. has decided to instal 
further teleprinter circuits to 
ise the efficiency of communica- 
between districts Several tele- 
printer circuits of this description are 
i! ly in service on the L.N.E.R., and 
new installations are to be located 

he following places 





lebone, Sheffield, Hitchin, Retford, 
Stratford, Cambridge, Ipswich, Leicester, King’s 
( Peterborough, Doncaster, King’s Lynn, 
Nottingham, Manchester 
Grantham, Leeds (Central), 
Stortford, and Parkeston Quay 


ster, Norwich, 


interesting feature of the new 
illations is that they will be con- 
nected with an automatic switchboard 
te installed at the telegraph office at 


Liverpool Street station, and direct 
tact will be established between any 
two points by operating the automat 
which is in all respects similar to 
t! telephone dialling system. This 
enable a large number of cross- 


( itry circuits to be connected up 

n required, almost simultaneously 
felegrams can be dispatched by tele- 
printer to an office that is closed, as 


the message is automatically recorded 
at the receiving end. 
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Questions in Parliament 


Level Crossings 

Mr. R. De La 
on October 21 
Transport 


Bere 


asked the 


(Evesham—C. ) 
Minister of 
whether he could make 
statement as to the _ progress 
made regarding the schemes to avoid 
level crossings on trunk roads. 

Dr. Leslie Burgin (Minister of Trans 
port): Four schemes are in 
and four are in preparation 


some 


progress, 


Mr De La Bere 3 Would it be pos 
sible to have a Royal Commission to 
consider the whole question <« these 


level crossings throughout the country? 

Dr. Burgin: I think it is very much 
better to get on with the work of re 
moving them 


Fares for Children 
Mr. A. M. Lyons (East Leicestet 

C.) on October 21 asked the Minister 
of Transport, whether, in view of the 
indicated increase in railway fares, he 
would confer with traffic authorities 
with a view to a general agreement on 
the free carriage of children up to five 
when accompanied by an 
adult, on road excursions. 


years of age, 


Dr. Leslie Burgin (Minister of Trans 
port): This matter is before me in con 
nection with from 


certain appeals 
decisions of Area Traffic Cor 
upon which I hope to be able to pub 
lish my decision at an early date 


nmissioners 


Gas-Proof Shelters. Underground 

Railways not Suitable. 

Mr. W.S.Cluse (South Islington—Lab 
28 asked the Sec retary ot 
State for the Home Department whether, 
in view of the difficulty of providing gas- 
proof rooms in private houses or work- 
men’s dwellings in densely-populated 
areas, he had expl red the possibility 
of utilising the existing underground 
railway tubes as gas-proof shelters ; and, 
if so, would he inform the House as to 
his attitude on the matte1 

Mr. Geotitrey Lloyd (Under-Secretary 
of State for Home Affairs It 1s not 
anticipated that there will normally be 
material difficulty in gas-proofing rooms 
in private houses. On the other hand, 
it is by no means certain that effective 
made for Vas- 


on October 


arrangements can be 
proofing underground railways, ind 
even if the difficulties in this respect can 
be overcome, there would still b 
of flooding from water and 
any of the mains running through the 
stations were hit After close examina- 
tion of all the relevant factors, it is 


1 


that the underground 


a risk 
sewage 1 


considered rail- 


iS public 


ways are not suitable for use 


refuges 


Electrification of L.N.E.R. Line to 
Shenfield 

Mr. H. Parker Romford 
Lab.) on November 3 asked the Minister 
of Transport whether work had started 
on any contracts and, if so, where and 
what progress had been made in con- 
nection with the electrification of the 
L.N.E.R. line from Liverpool Street to 
Shenfield. 

Dr. Leslie 


( Essex. 


Burgin Yes, sir l am 


801 


informed by the L.N.E.R. that prelimi- 
nary work has started between 
Bow Junction and Stratford and at 
Stratford and Goodmayes, and_ that 
substantial contracts have been invited 
In connection with other portions of 
the scheme. 


been 








Strengthening the Track 
at Hildenborough, S.R. 


To facilitate work n connection 
with the strengthening of the track at 
Hildenborough, the Southern 


Railway 


main line between Sevenoaks (Tubs 
Hill) and lonbridge has bee nN closed 
every Sunday -during October and will 


not be reopened to Sunday traffic till 
the end of November. The main-line 
steam trains normally using this route 


to Tunbridge Wells Central, Hastings, 
Ashford, Folkestone, Dover, Deal, 
Ke are being diverted to other 
routes 

Electric trains between London and 


Sevenoaks (via Orpington) are being 
advertised ser 
ices between Hill), 
Hildenborough, and Tonbridge are re 
placed by a special trainand bus service 
serving the following stations: St. 
Hither Green, Grove Park, 
sin Woods, Chislehurst, Petts 
Wood, Orpington, Chelsfield, Knock 
holt, Dunton Green, Sevenoaks (Tubs 
Hill Hildenborough, and Tonbridge. 
The engineering work involved is 
editorial comment on 


run normally but the 


Sevenoaks (Tubs 





Johns, 
Elmstead 


the subject of 


page 769. The railway near Hilden 
borough runs through a clay cutting, 
ind trouble has for some time been 


experienced owing to the clay under 
1 track becoming waterlogged and 
being ferced up through the ballast. 
In order to overcome. this and im 
prove the drainage gene rally, a new 
foundation is being laid for a length 
of over half-a-mile. Each week-end 
about 140 yd. of track is taken up; 
the old ballast and clay is dug out to 
a depth of about 4 ft. below rail level 
by a mechanical excavator, and loaded 
into trains of wagons standing on the 


+} 


about 1 ft. of stone dust 
is spread over the bottom of the ex 


cavation, and concrete slabs are then 
placed upon it so as to form a con 
tinuous layer 8 ft. wide. Old rails 


are laid upon the slabs to increase the 

ht against the tendency of the 
clay to push up, and_ the track is 
finally replaced on a foundation of new 


welt 


ballast New drains are being laid in 
the cesses and the 16 ft. way. Each 
week-end over a thousand tons of 


iterial have to be dealt with, and the 
night and day, for 33 
hr. without interruption, about 180 
men working in relays. At night the 
cutting is brilliantly illuminated by 
Tilley vapour lamps hung on closely 
spaced temporary lamp-posts on each 
side of the line. Eight 
will have been spent on the work be- 


fore it is completed on November 22. 


V rk goes on 


week-ends 








Bombay, Baroda & Central India 
Railway.—The directors have autho- 
rised the payment in January next, in 
addition to the half-year’s guaranteed 
interest of {1 10s. per cent., of an 
interim dividend of £1 10s. per cent., in 
respect of the company’s profits for the 
financial year 1937-38. 

Metropolitan Assented Stock. 
Glyn, Mills & Co., the trustee and 
registrar under the trust deed relating 
to the Metropolitan Assented Stock 
constituted by Section 89 of the London 
Passenger Transport Act, 1933, an- 
nounces that, out of the moneys in its 
hands available for the purpose, a final 
interest payment at the rate of 2} per 
cent. on the assented stock will be made 
on November 19, making, with the 
interim payment of | per cent., made 
on April 14 last, the full interest rate 
of 3} per cent. for the year ended 
June 30, 1937. 


New South Wales Government 
Railways.—tThe report of the Commis- 
sioner for Railways for the year ended 
June 30, 1937, shows that revenue 
amounted to 17,816,496, an increase 
of £862,915, and that the expenditure 
of £12,355,322 was £507,252 higher, 
leaving net earnings £355,663 better, at 
£5,461,174. The percentage return on 
capital invested was {3 15s. 7d., an 
increase of 4s. Id. The operating ratio 
improved from 69-89 per cent. to 
69-35 per cent Passenger journeys 
increased by 6,694,536 to 177,837,265, 
and the tonnage carried of 14,684,885 
showed an advance of 845,873. The 
length of line in operation was 6,124} 
miles 


Argentine Great Western Rail- 
way.—-The report for the year ended 
June 30 states that under the work- 
ing agreement the compamy received 
136,000 from the Buenos Ayres & 
acific Railway Company to meet the 
interest on the first and second deben- 
ture stock, paid January 1, 1937, and 
July 1, 1937. During the year the com- 
pany also received from the Pacific 
Company sums totalling £272,600, and 
with the concurrence of the stock- 
holders’ committee therewith paid arrears 
of interest for one year on the 5 per cent 
debenture stock. A further distribu- 
tion of £136,300, being one half-year’s 
interest on that stock, was made on 
July 1. The Pacific Company was unable 
to pay any sum on account of the arrears 
of dividend and interest on the Argen- 
tine Great Western Railway Company's 
6 per cent. guaranteed preference stock, 
the payment of which was postponed 
under the schemes or arrangement of 
July, 1932, and July 1935. The Argentine 
Government has agreed, subject to the 
approval of Congress, to purchase the 
Argentine Transandine’ Railway, in 
which the Argentine Great Western Rail- 
way Company holds preferred and de- 
ferred shares to the nominal amount of 
£147,860, standing in the balance-sheet 
at a cost of £57,528. When the pur- 
chase is completed and an arrange ment 


}# 
P. 
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arrived at between the holders of the 
various stocks of the Transandine Com- 
pany there will be a loss which will have 
to be dealt with. 


Grand Junction Company.—In- 
terim dividend on ordinary shares on 
account of the year ending March 31, 
1938, of 13 per cent. less income-tax, 
the same as at this time last year. 


British Electric Traction Co. Ltd. 

-An interim dividend of 24 per cent., 
less tax, is being paid on December 15 
on the deferred ordinary stock, which 
has been increased to £653,513 by the 
distribution to the deferred stockholders 
in June last of £59,411 in fully-paid 
deferred ordinary shares of £1 each 
(since converted into stock). A year 
ago the dividend was at the same rate 
on the smaller capital. 


British Oxygen Co. Ltd.—-An in- 
terim dividend has been declared on 
the ordinary stock of 7 per cent., or 
Is. 4-8d. per £1 unit, less tax, on account 
of the year 1937 (the same as a year ago), 
warrants to be posted on November 23. 
The directors state that the results for 
the year to date are again a record and 
would justify them in increasing the 
interim distribution, but they have 
decided to hold over the question of 
increased distribution or capital bonus 
until the final results for the year are 
available. 


Anti-Attrition Metal Co. Ltd.— 
The directors announce a final dividend 
of 123 per cent. on the present issued 
capital of £100,000, payable on Novem- 
ber 4. The interim dividend of 7} per 
cent. paid in April last was on the 
original capital of £80,000. The direc- 
tors propose to increase the capital to 
£125,000 by creating 250,000 shares, 
ranking pari passu with the existing 
ordinary shares. These new shares 
will be offered to shareholders at 3s. 
each in the proportion of one new share 
for every four held. 

Lightalloys Limited.—For the year 
ended June 27, the profit, after depre- 
ciation, was £37,015. The directors 
make allocations of £3,700 to income 
tax and N.D.C. reserve, £5,000 to 
special depreciation reserve, and £2,500 
to staff pension reserve. The final 
dividend of Is. 14d. on each 5s. share 
makes a total payment of 35 per cent. 
for the year, against 12} per cent. for 
1935-36, and the amount carried for- 
ward is £6,079, against £6,139 brought 
in. Turnover showed a further increase 
of 23-6 per cent. over the high figures 
reached last year. An outlay of £36,500 
on new plant and buildings during 1936 
and 1937 has been financed out of the 
company’s own cash resources. The 
value of orders on hand at June 27, 
1937, was the highest in the company’s 
history, and the provision of further 
working capital is deemed necessary. 
The directors have, therefore, decided 
to issue 29,000 shares of 5s. each to 
shareholders at 12s. 6d. a share, in the 
ratio of one in ten held, and a further 
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1,000 shares at the same price to senior 
members of the staff 


Colvilles Limited.—An interim diyj- 
dend of 3 per cent. on the ordinary 
shares is being paid. , 








Forthcoming Meetings 


Nov. 8 (.\on.).—Argentine Great Wes- 
tern Railway Co. Ltd. (Ordinary 
General), Winchester House, Old Broad 
Street, E.C., at 11 a.m 

Nov. 9 (Tues.).—Taltal Railway Co. Ltd. 
(Annual General), River Plate House, 
Finsbury Circus, E.C., at 2.30 p.m 

Nov. 11 (Thurys.)—Uruguay Northern 
Railway Co. Ltd. (Annual General), 
River Plate House, Finsbury Circus, 
E.C., at noon 

Nov. 11 (Thurs.)—-Midland Uruguay 
Railway Co. Ltd. (Ordinary General), 
River Plate House, Finsbury Circus, 
E.C., at 12.15 p.m 

Nov. Il (Thurs.)—Central Argentine 
Railway Limited (Ordinary General), 
River Plate House, Finsbury Circus, 
E.C., at 2.15 p.m 

Nov. 18 (Thurs.).—-Peruvian Corporation 
Limited (Annual General), River 
Plate House, Finsbury Circus, E.( 
at noon 








Staff and Labour Matters 


Pensions for Merchant Navy 
Officers 


At a meeting held in London on 
Friday, October 29, it was agreed to 
institute a Merchant Navy Officers’ 
Pension Fund. The parties represented 
at the meeting were the Shipping 
Federation, the Port of Liverpool Em- 
ployers’ Federation for the Owners, the 
Otticers’ Federation, the Marine Engi- 
neers’ Association, the Mercantile 
Marine Service Association and_ the 
Amalgamated Engineering Union. Pro- 
viding that an enabling Bill goes 
through Parliament—to legalise the 
assignment of seamen’s pay for the pur- 
pose in view—the scheme will come 
into operation on January 1 for foreign- 
going ships, and for coastwise shipping 
not later than February 1. 

All officers working under National 
Maritime Board agreements will be 
covered by the scheme. The only im- 
portant exceptions will be officers em 
ployed by certain companies which 
have their own legalised pension funds. 
The railway companies own a large 
number of steamships engaged on cross- 
Channel and other services, the officers 
of which are employed under National 
Maritime Board conditions, but it is 
understood that the majority of these 
officers are members of the employing 
company’s superannuation fund, and 
will presumably be excepted from the 
scheme. The scheme, amongst other 
things, provides that contributions by 
the officers shall be 3} per cent. of their 
pay and that the employer shall con- 
tribute a sum equivalent to the whole 
of the contributions of the members in 
his employ. 
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RAILWAY AND OTHER MEETINGS 


Buenos Ayres Western Railway Limited 


The annual general meeting of the 
Buenos Ayres Western Railway was 
held at River Plate House, Finsbury 
Circus, London, E.C., on November 3, 
Sir Follett Holt, Chairman of the com- 
pany, presiding. 

The Secretary (Mr. N. F. E. Grey) 
read the notice convening the meeting 
and the auditors’ report. 

[he Chairman, in moving the adop- 
tion of the report and accounts, said 
that although the results of working 
the railway remained far from satisfac- 
tory, in all the circumstances they were 
clad to be able to report a distinct 
improvement on those of the two pre- 
vious years. Livestock traffic improved, 
general goods, and 
influenced by the 
general prosperity of the country, 
helped also to increase receipts. At the 
par rate of exchange gross receipts 
were greater by £232,000, this addi- 
tion being secured with an increase of 
only £50,000 in working expenses. 
Exchange cost the company some 
£26,000 more, and the final result was 
£156,862 better than in the previous 


while passengers, 


building materials, 


year. In view of the general position 
and the uncertain outlook for the new 
crops, particularly in the Pampa dis- 
trict, it was decided to charge to the 
year’s working the actual net amount 
expended on renewals during the year. 
Even so, by reducing slightly the 
carry forward they were able to increase 
the dividend on the 4} per cent. pre- 
ference stock from 1 per cent. to 3} 
per cent. It was much to be regretted 
that the preference charges could not 
be met in full, and that no dividend 
was possible on the ordinary stock. 
In fact no less than 57 per cent., repre- 
senting £18 million of the capital of the 
company, remained without any re- 
muneration. Argentina was now enjoy- 
ing an era of prosperity, and it was 
indeed a hardship that their company 
in the past year received such a small 
share of that prosperity. 

The country had _ been passing 
through a_ presidential election, and 
even administrative matters had been 
delayed; but now that the election was 
over they had much more hope of 
attention being given to the needs of 
the railway industry. One year the 
crops in Argentina might be good, and 
in another bad, but over an average of 
years it was certain that the railways 
could not serve the country efficiently 
under the present position of tariffs 
and exchange. Since the peso was de- 
valued in 1934 the loss to the company 
on that account alone had been no 
less than £1,230,000. The means by 
which the burden thrown upon the 
railways could be lightened depended 
solely upon the will, and he might say 
the good will, of the Argentine 
Government, and upon that they must 
trust. 

On January 1 


next, the £600,000 


of the company’s 4 per cent. bearer 
notes outstanding would fall due for 
repayment. Following the policy 
that had been adopted for a number 
of years they hoped that if these 
notes were renewed it would be 
found possible to reduce rather than 
increase the amount in issue. The 
return received from the third share 
which the Western owned in _ the 
Comodoro Rivadavia oilfield under- 
taking must necessarily fluctuate, and 
compared with the average of the last 
four years the return this year was 
less by some £5,000. This ‘was due 
to a somewhat lower price obtained 
for petrol and to a temporary change 
in the drilling programme of an ex- 
ploratory nature, but apart from 
other considerations the investment 
gave them a good return and in all 
probability would continue to do so for 
a number of years. The company’s 
total requirements of fuel oil for burn- 
ing in steam locomotives last year 
were 45,000 tons, and the whole of 
that amount was covered by their 
share of the production of the field. 

A substantial part of the com- 
pany’s system served a fruitful and 
productive zone, whilst the remain- 
der, extending westward, where the 
mountains of the Andes sheltered it 
from regular rains from that direction, 
was semi-arid. The seasons in these 
districts ran in cycles, years of 
sufficiency in rainfall being followed 
by years of shortness. They were 
in the drought cycle, and conse- 
quently suffering a loss in cereal 
traffic, and he was afraid that this 
year they would suffer again. But 
the tide would turn, and having had 
an expert examination made of the 
semi-arid district they were satisfied 
that no climatic or other change 
had occurred to affect fundamentally 
the future productivity of that zone. 
To safeguard as far as possible the 
future, the Western railway would 
have to mother those regions and edu- 
cate the farmers there in modern 
methods of cultivation and_ crop 
rotation. 

As to competition by neighbouring 
railways and on the roads, the Pro- 
vincial Government of Buenos Aires 
was alive to the unfairness to the 
general taxpayer, and to other railways, 
of running at a heavy loss the Pro- 
vincial State Railways, which served 
ouly a limited part of the Province. 
Negotiations to end this state of affairs 
were progressing. As to the roads, they 
were being greatly improved and widely 
extended. Railway action to meet road 
competition was now a Clear-cut pro- 
Accelerated and more fre- 
quent services, more comfortable and 
attractive accommodation for passen- 
gers, house-to-house delivery for par- 
cels and merchandise, necessary adjust- 
ments in rates, and the personal touch 
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with clients, were the vital factors 
which were now well understood and 
were being vigorously handled by the 
Management. Tio help the plan of 
campaign 28 diesel-driven passenger 
units to add to those already in service 
would be shipped during the current 
financial year. Their joint operation 
arrangements with the Great Southern 
Railway were bringing substantial 
benefits in curbing expenditure and in- 
creasing efficiency. 

Making an allowance for the _ in- 
creased cost of materials and for the 
same expenditure on _ renewals, he 
thought that if exchange remained 
where it was and nothing unforeseen 
happened that with an increase of 3} 
per cent. in gross \currency receipts 
they would cover their fixed charges 
and preference dividends, and that an 
additional 84 per cent. should about 
cover 1 per cent. on the ordinary stock. 

The report and accounts were unani- 
mously adopted. 








New Railway Docks Lantern 
Slide Lecture 


On Monday last we had an oppor 
tunity of seeing at Paddington station, 
G.W.R., the lantern slides which are 
to accompany a new lecture, produced 
jointly by the British railways, en- 
titled | ‘‘ British Railway Docks.’ 
Officers of the publicity departments of 
the four main-line railways and of the 
British Railways Press Office were pre- 
sent. The slides, 72 in all, take the 
audience round the country from 
Cardiff to Methil, and although in the 
journey some 25 docks are illustrated 
and briefly described, monotony has 
been avoided and a refreshing amount 
of variety provided by the selection of 
some feature or features peculiar to 
each dock. As well as illustrating equip- 
ment and accommodation, a large num- 
ber of striking aerial views are in- 
cluded among the slides. Instead of 
describing in order, the docks of each 
railway company, they have been 
grouped into areas—South Wales, Scot- 
tish, South Coast—making the lecture 
much simpler and clearer. 

It has been impossible in this short 
lecture to cover every dock, harbour 
and wharf owned by the British rail- 
ways, or to mention every facility in 
detail which they offer for dealing with 
both import and export traffics. What 
is shown, however, makes it clear that 
the railways play a very important 
part in the organisation of the export 
and import trade upon which the pros- 
perity of this country so largely de- 
pends. It is also shown that every 
effort is being made to maintain the 
equipment of railway docks at a 
thoroughly up-to-date standard which 
enables the discharging or unloading of 
vessels to be carried out with the 
utmost despatch. The slides and ac- 
companying notes will be loaned free 
for the use of lecturers and others. 
Applications should be made to the 
British Railways Press Office. 
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NOTES AND NEWS 


Manchester (London Road) Sta- 
tion.—In consequence of engineering 
operations, the L.N.E.R. platforms at 
Manchester (London Road) station will 
be closed on Sundays from November 7 
to March 6, 1938. During this period 
passengers will use the L.M.S.R. plat 
forms, and certain trains from Hayfield, 
Sheffield, and Macclesfi ld will arrive 
a few minutes later than the booked 
times 


Insurance of Livestock by Freight 
Train.—The experimental insurance 
scheme for cattle, calves, sheep and 
lambs, bacon pigs and porkers, and 
horses, introduced by the British rail- 
ways in 1934, has been renewed for a 
further twelve months from November | 
1937, to October 31, 1938 Under this 
scheme the owners of livestock may 
insure their animals against death or 
injury during transport by goods train 
by the prepayment of premiums costing 
a tew pe nee only 


Canadian Pacific Earnings.—-Gross 
earnings of the Canadian Pacific Rail- 
way for the month of September, 1937, 
amounted to $14,355,000, an increase of 
$43,000 in comparison with Septembet 
1936. In the working expenses of 
$11,213,000 there was an increase of 
$324,000, leaving net earnings $281,000 
lower, at $3,142,000 \goregate gross 
earnings for the first nine months of 
1937 were $105,102,000, an improve 
ment of $5,158,000. and the net earn 
ings of $13,074,000 were higher by 
$1,247,000 


Canadian National Earnings. 
For the month of September, 1937 
gross earnings of the Canadian National 
Railways amounted to $17,930,439, a 
decrease of $26,525 in comparison with 
September, 1936. Operating expenses 
$15,587,954) advanced by $593,627, 
to leave net earnings of $2,342,485, 
which were $620,152 lower than for 
September, 1936 \geregate gross 
earnings from January | to September 
30, 1937, were $146,075,299, an im- 
provement of $11,626,987, and the 
net earnings for the nine months were 
$10,527,862, an increase of $4,322,401 


Railway Accidents in Brazil. 
According to a Reuters message, 
serious accident occurred to one of the 
night expresses of the Central Railway 
of Brazil, travelling between Rio de 
Janeiro and S&éo Panlo on Sunday 
October 31 [It appears that the train 
was crossing a bridge near Barra Mansa 
(about midway between Rio and Sao 
Paulo), when the sub-structure, owing 
to recent heav y rains, collapsed, with the 
result that the locomotive and the three 
leading vehicles plunged into the gorge 
beneath, causing the death of four 
persons and injuries to a further 22. On 
Tuesday, November 2, the: Central 
Railway was again concerned in 
serious accident, on this occasion at 
Mesquita in the State of Rio de Janeiro 





on the main line between Rio and Sao 
Paulo \ Sao Paulo-bound passenger 
train crashed into a stationary freight 
train and, largely as a result of tele- 
scoping, 7 passengers were killed and a 


further 70 were injured 


Cheaper Railway Rates for In- 
valid Chairs.—Arrangements have 
been made by the British railways to 
charge motor bath chairs and motor 
invalid chairs, when accompanying pas- 
sengers, at the standard single rate for 
the double journey, similarly to ordinary 
bath and invalid chairs which are not 
prope lled by motor 


Rigi Railway Electrification. \ 
press message dated October 28 states 
that the rack railway from Vitznau, on 
Lake Lucerne, to the top of the Rigi 
5,740 ft has now been opened with 
electric traction and that the journey 
takes 35 minutes, against 65 minutes 
by the old steam trains rhe difterence 
of level between Vitznau and Rigikulm 


is 4,303 ft., and in normal years nearly 


125,000 persons are transported by the 
railway Further reference to this 
opened to about | mil 
rom the summit in 1871 and completed 
in 1873) is made in an editorial article 


pioneer line 
{ 
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Metropolitan Line Steam Services 
Transferred to L.N.E.R.—The 18 
steam locomotives and 270 goods wagons 
of the Metropolitan Line, London 
lransport, were on November | trans- 
ferred by the board to the L.N.E.R., 
which company is in future to operate 
all steam trains on that line, including 
the extensive goods. traffi formerly 
worked by the Metropolitan Railway to 
Watford, Chesham, and Aylesbury. 
rhe board will thus be left free to con- 
centrate particularly on the development 
of electric services (for example, the 
through running of Bakerloo trains to 
the Metropolitan Lin The board 
and the L.N.E.R. have given instruc- 
tions for the electrification of the line 
between Rickmansworth, Chesham, and 
\mersham to be expedited 


Fog Delays Cross-Channel Ser- 
vices. Heavy fog has occasioned 
serious delays to certain of the cross- 
Channel operated by — the 
Southern Railway Company during the 
past few days. On Monday, November 1, 
both the night train ferry services be- 
tween London and Paris, via Dover and 
Dunkerque, were held up for ten hours ; 
passengers due at Victoria at 9 a.m., on 
luesday, did not reach there until about 
7 pm. On Tuesday night the Maid 
of Orleans, working the 7.25 p.m. service 
from Boulogne to Folkestone, came into 
collisicn in the fog with a French fishing 
boat at the entrance to Boulogne Har- 
bour There were no casualties, but 
passengers arrived in London an hour 
late. The same night, the aid of Kent, 
operating the 4.30 p.m. service from 
London to Paris, did not enter Boulogne 
harbour until 6 a.m. Fog was still very 


services 
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bad in the Channel on Wednesday 
November 3), causing the 6.25 p.m 
boat from Folkestone to Boulogne to b 
considerably delayed, and the s| 
ears of the London-Paris train ferry 
service to be held up at the port 
Derailment of Brussels-Calais 
Boat Express.—On Monday, Novem- 
ber 1, at about 11.50 a.m., while th 
Brussels-Calais boat express wi ap- 


proaching Fontinettes station, near 
Calais, it was derailed. The Belgian 
National Railways 4-6-0 locomotive and 
tender and the first van fell oy on 
their sides, but were not greatly dam 
aged and none of the passengers was 


seriously hurt Unfortunately the 
driver and fireman were crushed bet we: 
the engine and tender and killed Phe 
accident is said to have been due to tl 
overheating and subsequent breakage of 
an axle in the leading bogie of the loco 
motive Che train carried passengers for 
England via Dover, but despite the 
accident the cross-Channel boat. left 
Calais only 55 min. late. 








Reorganisation of 
L.M.S.R. Goods Traffic 


in the Potteries 


Mi Ashton Davis s, Chief Ce mim ial 
Manager, L.M.S.R., in = an_= address 
at the North Stafford Hotel, Stoke-on- 
Trent, on October 29, gave some 


interesting details of a scheme of goods 
traffic reorganisation in the Potteries 
district, on which the company con- 
template embarking Undet this 
scheme the miscellaneous goods t1 a 
now dealt with at the separate Is 


stations at Hanley and Tunstall, will be 
concentrated and dealt with mainly 
through an entirely modernised and 
extended station at Longport, and 
partly through the goods station at 
Stoke, which was enl irve dand Improved 
as recently as 1932. Collected nd 
lelivered merchandise in less than full 
truck loads from and to Etruria, Shelton, 
and Hanley (Joiners Square) will b 
dealt with through the Stoke depot 
lo deal with the Tunstall traffic 
Longport, whether for shop or factory, 
involves a relatively short motor haul 
Burslem traffic is already dealt with at 
Longport 

\t Longport the company has planned 
additional sidings to accommodate over 
230 wagons with a new main-line connec- 


om 


tion, new cranes of various types and 
capacities, and additional facilities for 
its mechanised fleet of vehicles. The 
most modern lighting system will be 
installed, with floodlighting where the 
work is most intense or necessity 
otherwise compels. New cart roads 
and parking places are planned _ tot 
cartage units which will be improved 
by new vehicles comprising more mecha- 
nical horse tractors and trailers. The 
estimated cost of this projected exten- 
sion and modernisation approaches 
£80,000. Hanley and Tunstall stations 
will be staffed to deal with traffic in 
full wagon loads. 
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CONTRACTS AND TENDERS 


Further Electric Locomotives for 
South Africa 

The Metropolitan-Vickers Electrical 
Co. Ltd. has received from the South 
African Railways & Harbours Board 
a further order for 20 1,200-h.p. 66-ton 
3,000-volt electric locomotives. This 
order is an increase on the recent order 
for 22, and the total cost for the 42 loco- 
motives exceeds £500,000. These loco- 
motives are for service on the Natal 
section and have been made necessary 
by increased traffic and by extensions 
of the electrified sections. The new loco- 
motives will be similar to 120 Metrovick 
locomotives supplied previously. 


Dean, Smith & Grace Limited has 
received an order for three sliding, sur- 
facing and screwcutting lathes from the 
Central Uruguay Railway 

Whitelegg & Rogers Limited has 
received an order for the supply of 
twenty sets of Ajax grease lubricating 
equipment required for 2-6-0) type mixed- 
traffic locomotives now under construc- 
tion by the North British Locomotive 
Co. Ltd. for the Egyptian State Rail- 
ways Administration, and an order from 
the Crown Agents for the Colonies for 
eight engine sets of Ajax axlebox lubri- 
cators and other equipment required for 
the conversion of 2-8-2 and 4-8-2 type 
locomotives from oil to grease lubrica- 
tion for the Nigerian Railways 


Alldays & Onions Limited has received 
an order from the Bengal-Nagpur Rail- 
way fora quantity of pneumatic hammer 
spares. 

Laminoirs et Boulonneries du Ruau 
has received an order for 115,000 mild 
steel dogspikes and 24,000 steel coach- 
screws from the Central Argentine 
Railway. 

The Gregg Car Company has received 
an order for 12 30-ton bogie flat wagons, 
fitted with diamond-framed bogies, from 
the Peruvian Corporation. 


L’Industrie, Louvaine, has received 
an order from the Siamese State Rail- 
inspection of Messrs. 
2,000 carriage butter 


ways, to the 
Sandberg, for 
he ¢ ks 


Leyland Motors Limited has received 
an order from W. Alexander & Sons 
Limited for 105 Cheetah passenger 
vehicles. 

The American Car & Foundry Export 
Company has received an order for 350 
chilled cast-iron wheels for 30-ton 
wagons, from the Entre Rios Railwavs. 


Richards (Leicester) Limited has re- 
ceived a contract from the L.N.E.R. 
for the construction of a new platform 
awning at Felixstowe Town station. 


The Ismailia Valve Company has 
received a ninth repeat order from the 
South African Railways & Harbours 
Board for Ismailia discharge valves for 
water tanks. 

Alfred Herbert Limited has received 
an order for one turret lathe from the 
Central Uruguay Railway. 


Prestige & Co. Ltd. has received the 
contract from the London Passenger 
Transport Board for the new Eastcote 
station on the Piccadilly and Metro- 
politan Lines. The station will be con- 
structed over the tracks and in con- 
junction with the widening of Northolt 
road. 

Vereinigte Westdeutsche Waggon- 
fabriken A.G. has received an order 
from the Central Argentine Railway for 
50 semi-steel bogie double-deck con- 
vertible cattle wagons. 

The Associated Equipment Co. Ltd. 
has received orders from the Hudders- 
field Corporation Joint Committee for 
six Regent passenger vehicles and from 
Pickfords Limited for 10 Mammoth 
Major Eight goods vehicles. 

The directors of the Great Western 
Railway Company have authorised the 
placing of the following contracts : 

Rootes Limited ; 56 three-ton tractors. 

Scammell Lorries Limited; 30 six-ton 
tractors ; 97 three-ton trailer chassis; 80 six- 
ton trailer chassis ; one 30-cwt. lorry. 

John I. Thornycroft & Co. Ltd.; 24 four 
wheeled chassis. 

Express Motor & 
28 two-ton chassis. 

East Ferry Road Engineering Works Co. 
Ltd.; Supply and erection of a 25-ton electri: 
jib crane in Langley Green goods yard. 

Cfhomas Smith & Sons (Rodley) Limited ; 
supply and erection of a five-ton steam travel 
ling crane at the Hayes creosoting depot. 

C, Willetts, Junior, Limited; supply and 
erection of 74-ton hand-operated crab _ for 
Goliath crane at Hereford Barrs Court. 

Sir W. H. Bailey & Co, Ltd.; provision of 
two electrically-driven ram pumps at Aberdare. 

Standard Telephones & Cables Limited ; 
provision and installation of a single channel 
carrier telephone system between Paddington 
and Birmingham. 

Taylor & Hubbard Limited; supply and 
erection of one six-ton portable steam crane 
at Wapping Wharf, Bristol. 

W. T. Nicholls Limited; alterations and 
extensions to refreshment department staff 
hostel at Exeter (St. David’s), and construction 
of new station buildings at Bourton-on-the 
Water and Stow-on-the-Wold. 


Body Works Limited ; 
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For the Roggiett Road Overbridge, jy 
connection with the provision of 4 
hump yard at Severn Tunnel Junction:-— 
Davies, Middleton & Davies Limited : driving 

of pre-cast reinforced concrete piles and constryc. 

tion of massed concrete abutments and pile 
caps. 

The Patent Shaft & Axletree ( Ltd. 
supply of steel girders and other iron 1 steel. 
work of British manufacture. 

For Swindon Works : 

Denham’s Engineering Co. Ltd. ; tw 
surfacing and screw-cutting lathes. 

J. Lang & Sons Ltd., one sliding, 
and screw-cutting lathe. 

The Churchill Machine Tool C Ltd. : 
modifications to axle journal grinding machine. 
At the South Wales Docks :— 

Davies, Middleton & Davies inited : 
provision and driving of vibrationless piles 
for new swing-bridge over Junction Cut at 
Barry Docks. 


sliding, 


irtacing 


La Brugeoise et Nicaise & Delcuve 
has received an order for six bogie 
covered goods wagons from the Peruvian 
Corporation. 


The South African Railways & Har- 
bours Administration is calling for 
tenders, to be presented in South Africa 
by December 20, for the supply of three 
locomotive boilers with copper fire boxes. 

The South African Railways & Har- 
bours Administration is calling for 
tenders (Tender No. 1522) for the supply 
and delivery of quantities of flat split 
cotters and machined steel solid unsplit 
taper pins. Tenders endorsed ‘‘ Tender 
No. 1522 for Taper Pins and Cotters,” 
should reach the Chief Stores Superin- 
tendent, South African Railways & 
Harbours Headquarters, Johannesburg, 
by December 6. 

The locomotive works of Fried. Krupp 
A.G. Essen, are at present fully occu 
pied fulfilling orders for foreign railways, 
states Reuters. The orders include 23 
superheated locomotives with eight- 
wheeled tenders for the South African 
Railways & Harbours Administration 
24 for the Iranian State Railways, and 
10 with twelve-wheeled tenders for the 
Argentine State Railways. 








Bulgarian Railway Anniversary Celebrations 


In 1863 Turkey granted a 99-year 
concession to the Varna Railway Com 
pany, an undertaking of British origin, 
for a railway 138-6 miles long from 
Rouschouk (Russe) on the Danube, to 
Varna on the Black Sea. This was the 
first railway in the territory which now 
comes within the Bulgarian kingdom, 
and the anniversary of its opening, in 
October, 1866, has just been celebrated 
it Rouschouk. The first locomotive, 
which was built in Great Britain in 
1866, took a prominent part in the cele- 
brations, hauling the carriages which 
composed the Sultan’s train (normally 
preserved in the Sofia Museum) from 
Sofia to Rouschouk. According to a 
Reuters message, it was on this loco- 
motive that King Boris, when Crown 
Prince, received in 1906 his first instruc- 
tion as a driver. The King, who is at 
present in England on a visit, is now 
well known as a capable driver and is 
hailed as one of the most competent 
in his country. 


We do not understand, however, why 
these celebrations are stated to mark 
‘the 70th anniversary of the introduc- 
tion of the railway into Bulgaria.’’ As 
already stated, the line was opened 
in October, 1866, which is 71 years 
ago. 

The verbal consent of the Turkish 
Government to the opening was appa- 
rently not confirmed, and the railway 
was then closed from November until 
March, 1867. The Sultan’s first railway 
journey in his own domains took place 
on this line on October 6, 1867. ‘These 
events, and the subsequent financial and 
political difficulties of the company, 
were fully recorded in the contemporary 
columns of The Railway News and 
The Railway Times. The Varna Rail- 
way was eventually bought by the 
Bulgarian Government in 1888, 4s 
stated by Mr. S. H. Beaver in his article 
on the railways of Bulgaria, which was 
published in THE RatLtway GAZETTE 
of June 26, 1936. 
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LEGAL AND OFFICIAL 


Court of the Railway Rates Tribunal. 
Road and Rail Traffic Act, 1933 


Agreed Charges 


tions for the approval of Agreed 
under the provisions of Section 37 of 
Rail Traffic Act, 1933, short par- 


orcs Is HEREBY GIVEN that Appli- 


4 
Char 
the Road and 


Name of Trader and General Description of Trattic App 


GEORGE & JOHN NICKSON & CO. 
Liverpool, 1 

PIRLE APPLETON & CO 
Street, London, E.1 
Goods Stations. 

Applicable also to traffic cons 


Company 


LTD., 


/ 
frHE SOUTH WALES SACK & BAG CO. LTD., 
Sacks, Sacking, Twine and Paper Bags 


DIGGENS LIMITED, Palace of 


Cardiff 
GRIFFITH « 
Middlesex : Waxed Paper 
THE MURPHY CHEMICAL CO 
Albans, Herts ; Insecticides, ete. 
JAMES MCNEE & 
shire ; Preserves 
R. ROWLEY & CO. LTD., Queen Street 
M. JACKSON & SONS (CLOTHIERS) 
Newcastle-on-Tyne ; Cloth, ete 
BATGER & CO. LTD., 


Applicable also to 
Company 
DAN BUTLER, 


Cemmaes, 


JOHNSON & SONS LTD., 


LTD., 25, 
Groceries, Preserves and Provisions. 
Aldgate 
Paper, Stationery, ete. 


yned by one 


LTD., Wheathampstead 
SON, Strathearn Preserve Works, Crieff. Perth 
Leiceste! 

LTD., {4 
Ratclitfe, London, K.1; Confectionery, et« 
traffic consigned by one 
Machynileth, Montgomery ; 


Great Yarmouth 


THE RAILWAY GAZETTE 


ticulars of which are set out in the Schedule 
hereto, have been lodged with the Railway 

Rates Tribunal. 

The Procedure to be followed in regard to 
the inspection of the said Applications and 
the filing of Notices of Objections is that pub- 
lished in the London Gazette of 28th July, 
1936. 

Printed copies of the Procedure can be ob- 
tained from the Railway Rates Tribunal, Bush 
House, Aldwych, London, W.C.2 


Number of 
cation 
Street 


Victoria 


House, 46/58, Mansell O37 1 
Ex Hford and London 


BRADFIELD 
Clothing, etc 
DAVID LITTLE & CO 


Associated or Subsidiary 
Dumballs Road 


Industry, Wembley, 


Ss. NORRISH & 


near St - 
(ream. 


WILKINSON 

Street. Leeds, 1: 
ENGINEERING CO 
Motor Bicycles. 


Hosiery rRIUMPH 


JOHNSON & SONS LTD.. 


BLANNING & SONS, Hallatrow, near Bristol ; 


MATLOCK & BROWN LIMITED, Market Street, Kettering 


& WARBURTON 


NOTICES 


Notices of Objection to any of the said Appli- 
cations must be filed on or _ before’ the 
26th November, 1937. 

A copy of each Application can be obtained 
from Mr. G. Cole Deacon, Secretary, Rates 
and Charges Committee, Fielden House, Great 
College Street, Westminster, London, 8.W.1, 


price ls. post free. 
J. D. ATKINSON, 
Registrar. 
3rd’ November, 1537. 


ii- Name of Trader and General Description of Traffic 


Great Yarmouth: Clothing 


Butter 


IBBERSON & CO. LTD... King’s Lynn, Norfotk ; 


LTD., 30, Park Place, Leeds ; Clothing. 


Clothing. 


SONS LTD., Sampford Peverell; Butter and 


LIMITED. Caressa House, King 


Clothing and Textiles 


LTD., Dale Street, Coventry 


THE EVER READY CO. (GREAT BRITAIN) LTD., Hercules Place, 


Clayton Street 


Holloway, London, N.6: 


Accumulators, ete. 


Applicable also to traffie consigned by eight Associated or Subsidiary 


tssociated or Subsidiary 


Moss in bags 


Textiles 
Pextile Cream 


WOLSEY 


RANSOMES, SIMS & JEFFERIES LIMITED. Orwell Works. Ipswich 


Lawn Mowers for repai 
STRONG ; 


S.E.1.; Skins, Hides, ete 


BOULTON & PAUL LIMITED, Riverside, Norwich 


and Poultry Houses, Incubators, ete 


DAIRY SUPPLY CO. LTD., Cumberland Avenue 
Appliances and Utensils, et 


Dairy Machinery 


Applicable also to traffie consigned by one 


Company 

GEORGE DOBIE & SON LTD 
rettes, eté 

FOWLER BROS. LTD., 40, st 
Confectionery, Groceries, et« 

KOPPENHAGENS, 9 and 10. Gt 
Wines and Spirits 

THOS. MARSHALL & SON 
Iron or Steel Cisterns, ete 

GEORGE NELSON, DALE & CO 


LTD 


PURNELL’S FOOD PRODUCTS 
Bristol ; Preserves, ete 

THE “SHIELD” 
Woodhead Road, Bradford ; 

WIGGINS, TEAPE & ALEX 
House, 46 58, Mansell Street, 
Bradninch 

ROGALLS (LEEDS) LIMITED, Spark 
fectionery 


Crown Agents for the Colonies. 


COLONIAL GOVERNMENT 
APPOINTMENTS. 


PPLICATIONS from qualified candidates 
are invited for the following post: 
ASSISTANT MECHANICAL OFFICER re- 
red for the Nigerian Government Railway 
two tours each of 12-24 months, with prob- 
ability of further employment. Salary £475 a 
ir rising to £840 a year. Free passages and 
irters and liberal leave on _ full salary. 


ur 
RALWE & STRONG LIMITED, 24 Morocco Street, London, 


Four Square Works, 
Martins’-le-Grand, London, E.C.1 37 Ro & W 
Tower 

Wellington 
LTD., Warwick : 
LIMITED. 16s, 
XMAS PARCEL COMPANY, St 
Confectionery 


PIRIE (SALES) LIMITED, 


London, E.1: Paper, ex 


Street 


Horticultural 


Park Royal, N.W.10 ARMY & 


Associated or Subsidiary 


Paisley Ciga Company. 


Companies. 
HEINZ 
Preserves and Provisions. 


0. PAGLIALT, 34-5, Gt. Sutton Street, London 


etc 
MALGA (LONDON) LIMITED, Southall, Middlesex 
LIMITED, King Street, Leicester ; 


WORLDWIDE 
Street, Manchester, 1 ; 

MEASUREMENT LIMITED, Terminal House, Lower Belgrave Street, 
Victoria, London, S.W.1 ; 

& NAVY STORES LIMITED, 105, Victoria Street. 

Furniture, etc. 

WALSH & CO 
tpplicable also to traffic consigned by one Associated or Subsidiary 


k. C. WALTON & CO., Muskham Works 


CO. LTD., Harlesden, London, N.W.10; Groceries, 


E.C.1; Plaster Figures, 
Baker's Filling 
Hosiery, etc 


WHOLESALE WAREHOUSES LIMITED, Charles 


Clothing, ete. 


Electric Meters, etc 
London, 


(BRISTOL) LTD., Quay Street, Bristol ; Clothing 


Sutton-on-Trent, Newark ; 


Huts and Portable Wooden Houses, et« 


Street, London, E.« 
Bridge, Leeds ? 
KELLOGG 


Gelatine, eti 


Meadow S.W.9; 


street 
Company. 


Andrews Works 
L. & C. 


Toys and Fancy Goods 
Aldyate 
Hele and 
Leicester 


Mills FLEMING 


Leeds 3 Con 


Candidates, aged 28-35, must be Associate Mem- 
bers of either the Institution ef Mechanical 
Engineers or the Institution of Locomotive En- 
giveers. They must have served a full appren- 
ticeship with a British Railway or Locomotive 
firm and subsequently have had at least five 
years’ experience in a Railway Motive Power 
Department; and possess a sound knowledge of 
District Organisation and administration, to- 
gether with experience of Running Shed 
organisation and the supervision of Footplate 
and Running Shed Staff. 

Apply at once by letter, stating age, whether 
married or single, and full particulars ef quali- 


WATSON 
W. FRANCIS 


COMPANY OF 
House, Aldwych, London, W.C.2; 

J. A. SHARWOOD & CO. LTD., Otfley Works, Offley Road, London, 

Preserves, Groceries, ete 

ipplicable also 


MOSS, Cannel Street, Manchester, 4 
GEORGE PECK (LEICESTER) LIMITED 


Hosiery 
REID & CO 


LIMITED, Linwood, Renfrew ; Paper 


& SONS, Boncath, Pembroke: Rabbits (dead) 
GREAT BRITAIN LIMITED, Bush 
2: Foods prepared from Cereals. 


to traffic consigned by one Associated or Subsidiary 


Clothing, etc 


Percy Road, Avlestone 


LTD., Greenock : Returned Empties 


experience, and mentioning this 
AGENTS FOR THE COLONIES 
S.W.1, quoting M/5504. 


fications and 
paper, to the Crown 
4, Millbank, London, 


PINECHNICAL ASSISTANTS required for rail- 
way engineering work in London  Appli- 
cants should have had technical training, and 
men with experience in the design, setting-out, 
and installation of track work will be pre- 
ferred. Write full particulars and_ salary 
required to: Box No. 2910, c/o Tue Ratiway 
Gazette, 33, Tothill Street, London, S.W.1. 








Joint RAILWAY PAVILION AT EMPIRE 
EXHIBITION, GLASGOW.—Arrangements 
have been completed for the British 
railways to be represented jointly at the 
Empire Exhibition to be held at Bella- 
houston Park, Glasgow, from May to 
October, 1938. Plans have been ap- 
proved for the construction of a joint 
railway pavilion on a commanding site 
on the main avenue from the entrance 
in Mosspark Boulevard. The pavilion 
will be equipped as a complete enquiry 


bureau, with facilities for information 
regarding train services, the issue of 
railway tickets, and the arrangement of 
reserved seats and sleeping berth accom- 
modation. The rear section of the 
pavilion will be semi-circular in shape, 
and will house a working model railway. 
By arrangements made between the 
four main-line railways and the exhibi- 
tion authorities, posters advertising 
the exhibition are to be shown at rail- 
way stations throughout the country. 


WELDED Raits.—The Great 
Railway of the U.S.A. has 
recently Thermit-welded 5,700 ft. of 
track at Rexford, Montana, and the 
Denver & Salt Lake Railway 10,000 ft. 
in the Moffat tunnel. The following 
railways in the U.S.A: also have 
lengths of welded track: Bessemer & 
Lake Erie; Northern Pacific; Erie ; 
Chicago, Milwaukee & St. Paul; Dela- 
ware & Hudson; and the New York 
Rapid Transit. 


LONG 
Northern 
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Railway Share Market 


Apart from a rise in British Govern week's traffic gain of £81,000 being re relation to L.M.S.R. ordinary. Southern 
ment securities, the stock and shar garded as particularly good. The generai deferred was steadier later at 20 on the 
markets have been dull and very in belief in the market is that there seem past week’s £14,000 rise in receipts and 
active, sentiment being influenced mainly reasonable prospects of a dividend of at on more confident hopes that a dividend 
by international affairs and by the fact least 2 per cent. if receipts are favourable of 1} per cent. may be in prospect 
that both the Paris and New York for the remainder of the year. Chief London Transport ‘‘C’’ stock did not 
markets were on holiday earlier in the interest appeared to attach to Great keep best prices. 
week. Home railway stocks were Western, tha £36,000 traffic increase hav Argentine railway stocks were wer 
relatively steady, although on_ balance ing influenced market dividend estimates, despite the impression created | 
movements in prices have been against which now range up to 4} per cent., annual meetings that the outlook 
holders wing to surrounding market although it may be prudent not to budget couraging if trade recovery it 

maditions Phere was a firmer tendency for more than 4 per cent. as the directors Argentine is continued. The pret 
on Wednesday when the past week’s may decide to add to reserves. At the stocks of B.A. Gt. Southern and 
traffic figures were available, the aggre current price of 63} a favourable potential of most of the other railways were 
gate increase of £187,000 being in excess vield is offered on this _ basis. The what steadier. Cordoba Central 4 
of market anticipations It appears to L.N.E.R. tratfics were £56,000 higher cent. debentures rose te 50 on news 
bear out the belief that for various last week and the second preference stock the Argentine Government. is to lea 
reasons full benefits of — the higher has been fairly steady around 27 In railway for the time being.  Els« 

a divi San Paulo ordinary was reactionar 
in the first weeks of last month dend of 2 per cent. or possibly 23 per movements in American railway 

L.M.S.R. ordinary was more active cent. and it is being suggested the second were uncertain. French railway st 
subsequently at around 31} the past preference stock is moderately priced in bonds have been in some demand 





transport charges could not be expected this case the market is talking of 








Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 
Traffics for Week Aggregate Traffics to Date 


Week 


Ending 


»f Weeks 


Railways 7 a Totals 
Total sean : Increase or 


lis year : : Yecrease 
this yea 3 Last Year Decrea 


‘ i 
usta (Chili) & Bolivia 834 31.10.37 9,43 , 725,070 62,230 
e North Eastern K 30.10.37 42 185,461 167,679 


ne Transandine - 
1937 K 45 5 49,350 57,700 wai 8; 
a —_ Bonds 

Ayres & Pacifi 3.10.37 1,416,813 1,339,046 } 7 rd. Stk. 
Ayres Central 10.10.37 $145 800 ~ 5 $2,155,300 81,982,600 72,7 t. Deb. 
Ayres Gt. Souther 3.10.37 128,288 + 2,153,474 1,971,255 2,2 d. Stk. 
Avres Western $).10.37 49,504 t Ba 819,666 

Argentine 3.).10.37 128,564 - 287 2,337,589 


ruay of M. Video 24.10.37 16,839 257,540 
entral ,218 3) 10.37 16,320 583,40 33.5 5,860 
Aug., 1937 24,617 49,305 10,737 

Sept., 1937 17,200 3ey 139,600 13,000 

3.10.37 12,791 415 219.476 843 24.633 

23.10.37 11,400 + 1,200 318,200 320, 2,200 


1937 + $83,061 q $4,426,545 <3 929,645 ~496,900 


ERAT AA +H PR PT 


Oct., 1937 5 150 j 51,820 45,859 5,970 Stk 
3.10.37 ¢ $99 1 1,021 882 847,571 174,311 Ord. Stk 
21.10.37 $19,300 $4,827.700 %4,184,700 + $643,000 
Sept., 1937 8,98 1,282 : 23,566 23,460 r i06 
31.10.37 2 126,347 101,887 + 24,460 Ord. Sh 
aguay Central ‘ 30.10.37 2,7 + 34434,000 $56,890,000 $46,299,009 +510,600,000 Pr. Li. Stk 
vian Corporatio S-pt., 1937 89,95 4,468 263,674 257,046 | 6,628 
23.10.37 3,100 £3,703 293.634 ¢180,127 + 223,507 
24.10.37 27,7 + 1054 1,414.98) 1,258,413 + 156,576 rd. Stk. 
Taltal Sept., 1937 i 30 10,070 8,755 } 1,315 rd. Sh 
United of Havana 35 3.10.37 $92 7 


301,714 275,991 + 25,723 Ord. Stk. 
Uruguay Northern Sept., 1937 - 97 


of Uruguay 


SZaKenag 


2,372 2,601 229 Deb. Stk. 


/ 


33,080,731 30,646,918 t+ 2,433,813 —_ —_ 
- =e —ip.c. Perp. Dbs 51 66lp 
- aoe —_ 4 p.c. Gar 9934 1001 

23,006,002 21,998,000 1,098,000 Ord. Stk 3 101546 81 


i lian National 23,76 41.10.37 21,26 
Canadian Northera — - 
Grand Trunk — = ints 

Canadian Pacific »228 21.10.37 659,200 18,200 


| 


639,626 650,255 49 371 Ord. Stk 873, 8214 
67.72 61,687 6,015 Ord. Sh. 771 65lo 
57,782 67,317 9,525 Ord. Stk 
80,495 73,317 7,178 

3,789,979 3.33),548 4 459,431 
4.892,700 4,467,600 335,100 
; 23 


2,901,358 39, 362 3 ‘ 1081 


( Assam Bengal 10.10.37 43,012 5,835 
Barsi Light y 10.10.37 2,325 + 788 
Bengal & North Western 2, 10.10.37 57,782 9,525 
Bengal Dooars & Extepsion 20.10.37 4,193 727 
Bengal-Nagpur 3, 20.10.37 167,70) 9,034 
Bombay, Baroda & Cl. India 2 20.10.37 228,6 0 19,650 
Madras & Southern Mahratta 10.10.37 2 2,959 
Rohilkund & Kumaon 10.10.37 3 442 11,28 11,723 $42 “i ¢ 286 310 
South Indian ] 10.10.37 3 + 3,030 5 : ,18 2,139,281 } 83.906 <3 25; 101lo 


won 
nas 


ste 
IPAS 


2,86 


wore 


s 
1 


Vann aH 


Beira-Umtali Aug., 1937 103,370 29,470 8 877,668 719,218 + 158,450 —_ 
Egyptian Delta 20.10.37 9,920 811 2 138,612 128,677 4 9,935 Prf. Sh 
+ 


= — Inc. Deb. 


Great Southern of Spain — - _— Psi 
Kenya & Uganda ‘ Sept., 1937 19),212 t 26,474 35 2,114,111 1,948,133 165,978 ‘its 
Manila _ — vue on a B. Deb 
Midland of W. Australia y Sept., 1937 15,003 f 33 37,9°6 36,835 1 1,092 Inc. Deb. 
Nigerian : 18.9.37 33,585 905 5 1,166,988 725,866 + 441,122 

Rhodesia ‘ \ug., 1937 438,628 118,591 f 4,203,086 + 995,530 

South Africa 16.10.37 695,332 59.418 1,110,354 
Victoria June, 1937 793,223 t 89,530 2 10,135,291 9,689,925 + 445,366 
Zafra & Huelva Aug., 1937 11,812 . 10,374 35 101,758 5 + 42,477 


Note.—Yields are based on the approximate current prices and are within a fraction of 1). 
* Traffic affected by strike. + Receipts are calculated @ Is. 6d. to the rupee. § ex dividend. Salvador and Paraguay Central receipts are in currency. 
The variation in Sterling value of the Argentine paper peso has lately been so great that the method of converting the Sterling weekly receipts at the par rate of exchange 
has proved misleading, the amount being overestimated. The statements are based on the current rates of exchange and not on the par value. 
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